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| either coritrovert his assumptions, or seem by their silence to The Union was carefully and unostentatiously “ elabo 
rated” without publicity, and is now presented to the rail- 
Mr. Adams, after condemning the English block asclumsy | road public with its apparatus reduced to what seems the 
, and complicated, and introducing the American automatic | lowest point of simplicity and complete efficiency combined. 











tails. 


A a Pe ere area | On page 168, he leads the reader to suppose that the Hall 
Rail Section and Splice for Pittsburgh, Cincinnati & i ae mst Nee a ted aoe ae 
St. Louis Railway. a safe track for an approaching train. 
The standard forms of construction in use on the principal | It is only the Union system that possesses the power to 
railroads are always interesting to those in charge of other | signal a danger arising from a broken or displaced rail. 
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| systems as hkely to be those of the future, proceeds to de- | 





lines. We therefore give this week engravings of the rail} On page 169, he says there is no especial difference be- 
section fish-plates and bolts used on the Pittsburgh, Cincin- ‘tween the two systems. The difference, in point of fact, is 
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Both on pages 169 and 172, protection against “ broken” 
tracks is ascribed to Mr. Hall’s system, an error 
due to careless writing, as further on, page 172, the fact 
that he does not claim that merit, is stated. 

On page 169, Mr. Adams pronounces Mr. Hall’s protection 
to drawbridges as perfect. 

A protection which is liable to be suddenly withdrawn by 
some slight interference with the apparatus cannot be said 
to be perfect, Also Mr. Hall’s system does not’ “‘ interlock,’’ 
and a draw or switch could be opened independent of the 
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STANDARD RAIL-SECTION, FISH-PLATE AND BOLT. 
Pittsburgh, Cincinnati & St. Lowis Railway. 
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END-ELEVATION. OUTSIDE-BAR. 
STANDARD FISH-PLATES. 
Pittsburgh, Cincinnati & St. Louis Railway. 
nati & St. Louis Railway. The engravings require no ex- | vital. 
planation. as they are sufficiently clear without. 


Mr. Hall depends upon a very powerful (and conse- 
| quently unreliable) current of electricity to move his signals, 
= | communicating only by wires. Any failure of the force, 


Sontributions. 


|operate the signals. The Union system depends upon 
Electric Signal Systems. 


| interruption of a slight current of electricity traveling over 
the solid rails, to display the danger signal, wires being only 
n, Nov. 26,1879. | used as accessory. By no contingency can the signal stand at 
To THe EpiTor OF THE RAILROAD GAZETTE: | safety when anything is wrong, for if the current is broken 
In his chapter upon “Electric Signals,” in Mr. Charles | by any cause, whether from outside causes or a defect in the 
Francis Adams, Jr.’s book upon Railroad Accidents, reviewed | apparatus, the signal turns to danger. 
in an article in your last issue, there are statements to which ; On the same page he characterizes Mr. Hall’s system as 
the managers of the Union Electric Signal Company feel | ‘+ of the two” the most thoroughly elaborated, and as having 
themselves compelled to take exception. | passed through a tentative process, and it is intimated by 
Mr. Adams has ascribed to the Hall system notonly a | the context that this latter is not the case with the Union. 
perfection which it has not proved itself to have reached, | The facts are, that Mr. Hall’s system was presented and 
but merits which, we believe, belong solely to the Union | pressed upon the public before such elaboration, and that up 
system, and now that his statements are indorsed by Mr. | to the present time it suffers from constant failures, as shown 
Hall, who, as has been ascertained, concurs in what is| by the reports of the few roads where it is used, proving 
stated in the review in your paper, the Union Company must ' that successful elaboration has never taken place. 








OrFice UNION ELECTRIC SIGNAL Co., | 





| which must be considerable to be effective, causes failure to | 


signal and in the face of an approaching train, an uulikely 
event, perhaps, but still possible, and the system that does 
not guard against it is not “ perfect.” 

With the Union system, any derangement of the apparatus 
both turns the signals to danger and locks the draw (or switch) 
and once the signal is at danger the draw is locked and cannot 
be opened until the cause is removed, On the other hand, 
when the signal is turned to danger by the opening of the 
draw, it is in its turn locked and cannot be turned to 
safety. No feature of Mr. Hall’s apparatus is entitled to 
be designated as “interlocking,” which is a reciprocal ac- 
tion. 

Mr. Adams treats the protection to highway crossings as 
also peculiar to Mr. Hall’s system (page 170). 

It is furnished equally by other systems, and by the Union 
with an accuracy and immunity from accidents not to be 
attained, they think, under any other principle. 

Mr, Adams gives room for the inference that the Hall 
system and the English block, alone possess the ‘ bnportant 

‘ feature” of enabling “station agents to contro] the train 
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! 
movements within half a mile or more of their stations on | 
either side.” 

In truth, all signal systems possess it, and it seems that | 
Mr. Hall’s system is not the most reliable, since it was 
displaced on the approaches to the Grand Central Depot in 
New York, where it had been put at heavy cost, and | 
another substituted. 


Report of the lowa Railroad Commission. | 


We are indebted to the Davenport Gazette for the follow- 
ing summary prepared from advance sheets of the report of 
the Iowa Railroad Commission for the year ending June 30, 
1879 : 

The report begins with a statement that since the organiza- 
tion of the Board only three Sormel comuaetaye have — 

ages . Adams with emphasis: | made to them, while, however, citizens of the state have 
“ _ ' 178 anh ISS, i ie ect block | been free to approach them with almost every form of in- 

The one essential thing, however, every port | formal complaint or inquiry; and this fact leads the Board 
system, whether automatic or worked by operatives, is that | t the conclusion that its work of establishing easy informal 
in ease of accidents or derangement or doubt, the signal | communication between, the enone sae onan of ceenend 

' companies is only second to the work of gathering and sys- 
should rest ot danger. This the Hall system now fully tematizing facts for the use of the Legislature and the pub- 
provides for. lic generally. Complaint is again made by the Commission- 

Mr. Hall's system may propose to provide for the essential ers that many of the railroads fail to comply with the law 
thing, but a recent accident on the Eastern road plainly anes te managing officers of each railroad doing busi- 


ness in the state to report to the Commissioners by the 15th 
demonstrates that it does not, and explanation will show | day of September, and it is urged that the penalty for such 
that it cannot. The approaching train works the signal by | ,on-compliances be strictly enforced. It is also recommended 
pressing a lever as it enters one end of the block, and turns, that the time for making these reports be chariged from Sept. 
it to danger. As it passes out of the other end of the block, 15 to Aug. 1, to give the Commission more time for the 


: reparation of their reports. This difficulty ‘of securing 
a mile off, it presses another lever, and turns the signal in a eeeete on time, it is stated, is also felt by the Michigan 


ite rear again to safety, signifying that the mile block is | Railroad Commission. The Legislature is asked to provide by 
clear. If, however, a coupling has broken anda car remains law for the actual and necessary traveling expenses of the 
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IOTHREADS PERINCH . 
U.S. STANDARD SCREW THREAD. 
STANDARD FISH-BOLT, NUT AND LOCK-WASHER. 
Pittsburgh, Cincinnati & St. Louis Railway. 


within the block, it is not clear, and the safety signal he- | Comeniesioners and heir | Becevinny, sue. Le it require 
# | each railroad company in Iowa to furnish the Commissioners 

comes a man-trap, Such was the accident referred to, Or| iacieisteiiedion once tn pond. 

a car could be run in from an unprotected siding, midway | A detailed and full statement is then made of the com- 

in the block, and the signal remain at safety. | plaints made by persons and firms against railroad compa- 

In short, the essential condition is not fulfilled, nor can it | nies on various accounts. This, together with the report of 


the commissioners’ answers and explanations of their action 

be fulfilled, automatically, except by a system that connects | 11 connection with the complednte, covers about 30 pages of 
in some way with the rails through every inch of their | the book’s space, and shows that in every case the commis- 
length. | i a a ae mney _ had the matter set- 
e best of their judgment, No account is made in 

The Union system claims that it protects the entire length | this report of the large number of complaints of a yet more 
of track; that it not only protects draws and switches, but | jnformal nature, which have been inquired into and adjusted 
that it interlocks; that it works with slight currents of elec- | by personal interviews with the companies called in ques- 
tricity and with simple mechanism, reducing to the utmost —_ Srewing a. of dig yng - wresnees a 
rates on the principal east and west lines of railroad, a 

the danger of disarrangement; alone of all the systems pro- | (on ference an held at Des Moines, in March last, at 
tects perfectly a single track; guards highway crossings, | which were present representatives of the Chizago, Bur- 
tions and approaching trains with a certainty derived from | lington & Quincy, the Chicago & Northwestern and the 
the peculiarity of its system; and, finally, will, beyond all Chicago, Rock Island & Pacifii. The result was the adop- 


A | tion of a new and uniform tariff, which took effect April 21. 
question, rest at danger “ in case of accidents, derangements | 4 fer the adoption of this tariff the board sent to con of the 
or doubt,” | yg pereee > it the Sohowne eg ‘ 

¥ ject r, to describe the ‘Srr—Copies of your revised frei tariff of April 21, 
ms ia not the oh ¢ tle a igh’ to distinctive | 1879, have been received and cxpuaiaed. We note reduc- 
Union system, but only to asse ¢ | tion from former rates and a disposition to listen to sugges- 
features, because those features have been publicly appro- , 
priated by another, 


tions by this Board. We hope that you may be induced to 
This object has made necessary these | consider the propriety of a greater reduction of rates on 
adverse references to Mr. Hall’s system, a necessity we wheat and other grain, live stock, lime and salt, which you 


have not seen fit materially to reduce. These are important 








regret. EDWARD CUNNINGHAM. | article of local commerce, and concessions made in rates 
President Union Electric Signal Co. | thereupon would be very favorably received by your patrons 
in the state, and would nct at the same time, as we believe, 


: materially affect your revenues.” 
Pier. John Corer Weeiaentde te A position ’as Presi-| At the conclusion of the list of complaints the Commis- 
har ’ 


Augusta Company, ‘ san sé : 
which he has held for s number of y » | sioners again call attention ‘‘ to the total lack of care and ac 


curacy in many of the reports,” and suggest as the best 
—Mr. Wm. H. Wardwell, for two Chief Clerk | remedy for this defect the adoption of a law requiring them 
of the Burlington & Lamoille resigned to 


a be certified to by some officer of the company, under oath. 
accept a’position on the Southeastern Railway of Canada The total number of miles of railroads reported as being 
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operated during the year is 4,396. The capital stock belong- 
ing to the Iowa roads is estimated at $90,612,451.71, an 
aggregate increase during the last year of $1,755,085.76, or 
an average of $20,612 per mile, and a decrease since the 
report of last year of $763 per mile. The following roads 
have increased their stock since last report : 


Chicago, Burlington & Quincy.................20+-.000- $3,262,140 
Sioux City & Pembina ‘and Daicota Southern.......... 195,000 
Burlington & Northwestern.... ..........6-..0eeeeeeees 3,583 
Des Moines, Adel & Western. .............-eee+0+: 17,100 
Des Moines & Minneapolis............... .:--ceeeeeee: 1,310 
EE Oy I oo oe pute uh rnap pests shee» 1,300 
Fort Dodge & Fort Ridgely..................-.0005 7,800 

Total increase....... se ..... $8,488,233 


The following roads have decreased their capital since last 
report : 


Dew meimee & Were DOGG. foe a. os soci ccc ccccsccscccat $2,156,900 
Crooked Creek ........0000. v 5,500 
pO Ae CRS Mn eine ores ee $2,162,400 


The aggregate debt for the roads and parts of through lines 
proportioned for Iowa is estimated at $70,243,795, an in- 
crease in the year of more than $3,000,000, the greatest be- 
ing that of the Chicago, Milwaukee & St. Paul. The entire 
earnings of the roads in Iowa are: 


Passengers, mail and express 


$5,335,177.36 
Freight and miscellaneous. . 


16,005,532.08 


.. $21,340,709,.44 
20,714,496.07 


June 30, 1879. ...... 


Total for year sading 
June 30, 1878 


. $626,213.73 

Several of the roads show a large reduction of earnings; 
on the Burlington, Cedar Rapids & Northern it is $226,- 
800.99, and on the Central of Iowa $126,272.08. Three 
roads report that they are unable to earn money enough to 
pay their operating expenses—the St. Louis, Ottumwa & 
Cedar Rapids, the Toledo & Northwestern and the Crooked 
Creek road. Last year six roads were in the same predica- 
ment, 

Under the head of the per cent. of net earnings to capital 
stock and debt the Commissioners say : 

‘* We estimate the earnings of the Chicago, Burlington & 
toad, on its capital stock and debt as 10.60 per 
cent.; the Chicago, Milwaukee & St. Paul report 5.40 per 
cent. ; Chicago & Northwestern, 10.20; Chicago, Rock Island 
& Pacific, 10.17; Newton & Monroe, 6.30; Kansas City, St. 
Joseph & Council Bluffs, 5.17; Burlington, Cedar Rapids & 
Northern, 3.64; Keokuk & Des Moines, 1.80; Des Moines 
& Ft. Dodge, 1.90; all the other roads fall below this 
amount, It is difficult, with this statement in view, to see 
the inducement to build new roads, and we can only account 
for the building on the theory that the larger lines desire to 
make as much territory as possible tributary to them, and 
the additional inducement offered in the shape of township 
taxation and other local aid. The capital invested is not, in 
itself, very remunerative.” 

Eleven roads show an excess, after deducting operating 
expenses, interest, taxes and rental. 


An increase over the earnings of last year of. 


The total excess is. . 


yan sy . $5,286,832 .50 
The others a deficit of... 


ae6sh aeensdcessveeeee 493,769 .17 
. 84,793,063 .33 
561,924.77 


Leaving net income of all the roads.... ‘ 
Add to this rent of leased roads above interest...... 
Total .. 85,354,988. 10 
Which, if equalized, would amount to net earnings 
per mile in the entire state of Pr 


1,218.16 


The total amount of taxes reported as paid by the roads 
in the state is $584,169.79, or 11 per cent. of their net earn- 
ings to the stockholders, after deducting operating expenses, 
interest and taxes, 

The total number of stations returned was 743, or a sta- 
tion to every six miles of road, The total number of per- 
sons finding direct employment by the roads in the state is 
15,391. The total number of locomotives in use on the 
roads is 1,086. Of these 660 are more than 30 tons weight; 
859 more than 20 tons and 17 less than 20 tons. The total 
number of cars in use is 31,584. Of these 578 are passenger 
cars, 275 express and baggage cars, 17,940 box freight cars, 
2,512 stock cars, 7,693 platform cars, 561 conductors’ way 
cars, 1,682 other cars. The inter-state commerce is largely 
carried in the cars of other roads, as well as the cars of the 
various transportation lines, 

A number of statistical tables are given, showing the 
amount and rates of grades of most [owa roads. These are re- 
garded by the Commussionets as very valuable, but of course 
in an article like this can in no way be summarized. They 
indicate, the report says, that the supremacy of the Iowa 
lines in the traffic from the east to the west is by*no means 
firmly established, and if it is maintained it will be in spite 
of the natural gradients. During the year two passengers 
are reported killed from their own misconduct; 11 employés 
killed from causes beyond their control, 31 from their own 
misconduct; seven other persons at highway crossings and 
stations, nine stealing rides, and 24 trespassing on track; 
or a total killed of 84 persons. There are reported injured, 
one passenger from causes beyond his control, 11 from 
their own misconduct; employés, from causes beyond their 
control, 86, from their own misconduct, 67; other persons at 
stations and highway crossings, 11; stealing rides, five; trcs- 
passing on track, 23; or a total injured of 154, 

Of the land-grant roads, the Chicago, Burlington & Quincy 
reports 360,073 acres received and 319,974 sold. Total 
amount received for sales, $2,425,208; paid for manage- 
ment and sale, $427,079; for taxes, $170,885. The Chicago, 
Milwaukee & St. Paul has received only 2,816 ecres, but 
has 185,452 acres to inure from undisputed grant, besides 
90,000 acres in dispute with the St Paul & Sioux City, under 
eres grants. The Chicago, Rock I: land & Pacitichas 
received 550,194 acres and sold 272,233. Total receipts 
from sales were $2,100,371; expenses, $152,551, and taxes 
paid, $498,193, 

In closing, the commissioner system is considered and 
claimed to be an important advance in the regulation of rail- 
roads, and in this connection a long letter is published from 
Charles F. Adams, Jr., Chairman of the Massachusetts Com- 
mission, giving a statement of the results of the commissioner 
system in that state. Then we find the following on 


RAILROAD CONSTRUCTION, 


‘The first report of this Board for the railroad year 
1877-78 contained a table of mileage in the state of 4,151.15 
miles. The report of the present year, June 30, 1878, to 
June 30, 1879, shows an aggregate of 4,396.04 miles—an in- 
crease of 238.89 miles. In the first annual report we gave 
an addition of about 230 miles constructed subsequent to the 
date of the official returns made by the several companies, to 
wit: June 30, 1878. In this report we make note of ad- 
ditional construction built since the end of the last railroad 
year, June 30, 1879, which comes to us unofficially and may 
not be entirely accurate, though it is believed to be substan- 
tially correct. In order to show the actual number of miles 
in operation in the state at the date of this report, we add in 
the table below the construction of lines or extensions, not 
included in the official returns, built since the commence- 








DECEMBER 5, 1879} 


THE RAILROAD GAZETTE 





ment of the current railroad year, July 1, 1879, most of 
which are estimated from unofficial information 





Burlington, Cedar Rapids & Northern Extension. ....... 40 miles 
Council Bluffs & St. Louis. ...........--sscscsccncerconcss 76 = 
Chicago, Burlingten & Quincy, Knoxville Branch....... 2 * 
* og * Clarinda Branch. .. ... 12 “ 
Chicago, Bellevue, Cascade & Western.........-+-+s00++ wz 
Chicago, Milwaukee & St. Paul Extension.......... yr B. 
De & TOO os cssscs ocoses..ag2 apeduareinn ios 41 “ 
Ft. Dodge & Ft. Ridgely Extension ...............+.+++: 
Ft. Madison & Northwesatern...... . .........sseeceseee ies 
Leon. Mt. Ayr & Southwestern —........ cece eeeeeeeees 35 “ 
Missouri, Iowa & Nebraska ..........0..ecsereccceceeses é bid 
BO Cie © Weis LAG: 500.056 + ongccvgnconcchensvane Steen > ie: 
TM 5 ss » 00s cwocdbheneececscenst¢can pen dieennaneee 325 “ 


‘‘This added to the officially-reported mileage, makes a 
total of 4,721 miles of railroad in the state at this time 
(Nov. 1, 1879). The increase, therefore, since July 1, 1878, 
is 834 miles, equal to more than one entire line across the 
state from east to west. This statement shows a marked 
improvement in railroad enterprise in Iowa, a revival that 
recalls the activity of 1868 to 1873, A large number of 
new lines and extensions are now in contemplation, and the 
coming year is likely to see a yet larger mileage construc- 
tion than the last.” 


The New York Legislative Investigation of Rail- 
road Practices. 


The Assembly Committee re-assembled Tuesday, Nov. 25, 
in New York to continue its investigation. 

Judge Shipman, representing the New York, Lake Erie & 
Western Company, read and submitted a number of docu- 
ments supplementary to testimony peer presented, in- 
cluding affidavits relating to the suit of the Farmers’ Loan 
and Trust Co., the decision of the Master of the Rolls in the 
suit of McHenry against the Erie Company, and copies_ of 
the proceedings in the suits between that company and Jay 
Gould. 

Mr. G. R. Blanchard was then recalled and made a state- 
ment in which he gave a detailed history of the freight and 
passenger rates war between railways, which was begun in 
1874, he said, by the Baltimore & Ohio Railroad. That 
corporation then demanded of the Pennsylvania Railroad 
admission to New York, and the right to make rates for it- 
self, independent of those of the Pennsylvania and New 
Jersey Central roads, from New York to Philadelphia as 
well as from Philadelphia to Baltimore. Compliance with 
this demand being refused, the Baltimore & Ohio cut rates 
by means of contracts with the Old Dominion Steamship 
and the Delaware & Raritan Canal Companies, Mr. Blan- 
chard then sketched the difficulties of 1876, which, he said, 
were settled by the New York Central and the Erie roads, 
without the making of rates harmful to New York. In reply 
to a previous request from the committee, he then submitted 
a statement prepared by Mr. Godfrey McDonald, the first 
foreign freight agent appointed in Chicago, showing the 
quantities of freight in tons and bushels, shipped on through 
bills of lading from Chicago to Europe from 1871 to 1878, 
inclusive, as follows : 





Wednesday, Mr. 8. L. M. Barlow, a director and counsel 

of the Erie Railwa Company from 1872 to 1876, was ex- 
amined. He told the story of the revolution in the manage- 
ment of the Erie effected by ations of directors, part 
of which were paid for, and testified as to the company’s 

miecy transactions with James McHenry. He ene 

the dividends paid in 18783 were earned by the road. He | 
made the bargain with Mr. Jewett, by which Mr. Jewett 
was paid an advance of $150,000 to become the President of 
the company. He thought Mr. Jewett had saved five times 
the amount in the first six months of his administration. 

Counsel for the Standard Oil Co, presented a series of 
answers to written questions, which had been sent by the 
committee to officers of that company. The committee de- 
termined that some of the questions which it considered most 
important, remained unanswered and refused to accept the 
canimony as final. 

Mr. R. C. Vilas, General sree Agent of the Erie, said 
that there were not more than 150 special rates on that road ; 
the number had been reduced every year since Mr. Blanch- 
ard came to the road, Almost every case was unique and 
was determined after consideration of the special circum- 
stances. The rates were made on lumber oftener than on 
anything else. An unsuccessful attempt had been made to 
pool the business at Binghamton with the Delaware, Lacka- 
wanna & Western road. 

The committee then announced that the investigation was 
closed so far as the general question was concerned, but evi- 
dence might be taken concerning the elevated railroads 
after the arguments were heard, which latter began Friday 
by Hon. Chauncey M. Depew, General Counsel of the New 

ork Central & Hudson River Company. 


THE ARGUMENTS. 
MR. DEPEW, FOR THE NEW YORK CENTRAL, 


Mr. Depew’s argument continued through Friday and a 
art of Saturday. He opened by saying that notwithstand- 
od the great cost and trouble of the prolonged investiga- 
tion, to the state and to the railroads, he thought that it 
was worth all it cost. The origin of the attack could be 
traced back six years to certain gentlemen who could not 
get the public to pay any attention to the horrible ge 
which A vee said it was suffering from the railroads. They 
organized the Cheap Transportation Association, which 
afterward became the Board of Trade and Transportation, 
in which pretty much all the proceedings were transacted by 
three or four people. Failing to get the ear of the com- 
mercial public, they finally attached themselves to the old 
and respectable Chamber of Commerce, and at a meeting at 
which but about 50 of its 1,500 members were present, they 
succeeded in having passed the charges against the railroads, 
which were presented to the Legislature. 

But when the committee came to investigate, only two of 
the 1,500 members of the Chamber of Commerce came be- 
fore it to present grievances, though a circular was sent to 
the merchants informing them of the meetings and that they 
could be heard there. 

‘* Mr, Sterne began his preseatation of testimon 
argument before you. He argued that the Erie Canal was 
built for the development of the state. I say that DeWitt 
Clinton built the canal to get the trade of the West. The 


with an 


All Freight, tons. 



































L&8&P.rwelpe.c.a| mo. |B. &0. 
MS. GRR (St. L RR RR. R. R. Lake. Total. 

ME oe is « ica tokan seadlicn 40,494 <4 Kieth aes vw 2 ee 47,183 
BEM... occ cccccceve coves oaneqocs.ehaieh cana 52'604 7,741| 732 10,030].........-.. 1,236 72.343 
|) CAPRI 0.2 8 70,876 19220} 15,604 “) egoeaene 18498 1321472 
CARRE TERRA PSE RE eB 40. 29. 22'081 100001. icc....0200 11.137 113.776 
Sia basal Lace petites re 56.413 —-80,301 20152, 29.880. 4,490, 29137 220,332 
DEEDS ¢k%6céclk cs 0000 69 e 000 beseeeds teens sana anneee 85,047 137,870 13,263) 67,623 5,868 4,836 314,507 
ROSSI ae tre es 62,012 77.52! 21839 «110.244 3728 32'844 309,185 
EOD sc accosvccouccc, cosndescensé ci'urs <dbbceNOREN | 137,010 175,387 27,828 167,985 11,989] —-82'396 ~—-601995 

Total.. 545.405 527,055 101,999 410,280 26.070| 206,084 1,811,793 

Grain, bushels. 
) : 

eo decane’ eka ae eee Raciesth ee ee. eee 315,495 
See ne at get ae 305/482 Bs Cidisd oi «| - GREE ssdevncetis 47,105 657,087 
nnn Ee Rt ee ee | 9261951, 211.959 162,415 37,454)... ... 37LI71 1,420,950 
cnc coro ecegtnte teen oeee eee 138139, 188,705 396,826 = 194,099 1. 272,072 L180 /R4I 
Us ss Poca dosed’ 39'848| 1,677,232 183,005 225.244 315,408 = 910,155 3.151.070 
WIE os faccksciwaas sci Rhone cock sok eto 363232, 2.535.800 269.507 470,631 99°533' 163.785. 3.902.488 
TE ccc ccceichaschv-eentéti dst sich ds Sia | 307/417 "488,851 50,000 1,277,891 ............ | 15881341 3.712506 
1878 | 2,107,505) 2.432756 390.989 310121944 "28,000 2'488'047 10,510.441 

ON TR a eee es “4.550,334| 7,540,303 1,452,832 5,441,208 243,020) 5,841,576 25,060,372 


4.560,994) 


Mr. Blanchard reaffirmed his opinion that the value of 
the freight should be taken into consideration in fixing the 
rates on ‘it. 

Judge Shipman submitted the following statement of the 
number of bushels of grain raised in California, the bushels 
of wheat exported, and the tons of grain sent eastward to 
the general markets, from 1873 to 1878, inclusive: 






Tons 
Bushels Busbels forwarded 
raised expo Kast. 
. 25,000,000 15,250,000 122,000 
33,333,333 13,250,000 133,000 
33,333,353: 12,500,000 225,000 
7 16,500,000 335,000 
7 x 8,500,000 175,000 
PR .... 87,500,000 2,000,000 311,000 
Mr. Simon Bernheimer testified that an oil refinery at 


Greenpoint in which his brother was interested, having 


works that cost $225,000 and with $100,000 working cap- | 


ital, did a profitable business at first, but afterward could not 
get crude oil brought to it at as iow rates as were given 


some other refiners. The open rates were the same to all, | 


but the favored shippers were given drawbacks; the rates 
paid were $1.25 to $1.45 per barrel. At last the refine’ 
was sold to parties who got the drawbacks for $160,000. 
High rates on petroleum would not prevent its export. 

Mr. Chauncey M. Depew submitted the followin 
ments of through and local traffic of the New York 
& Hudson River Railroad : 


state- 
‘entral 


Tons: 1878-79. 1872-73. Increase. P.c. 
Through freight from New 
Sey 240,312 205,413 34,899 17.0 
Through freight to New 
SRE str 1,551,782 407,235 1,444,547 281.0 
Way freights.... 3,326,502 2,092,876 1,233,626 59.0 
POS eS See x 479,961 375,783 104,178 27.7 
Earnings : 1877-78 1872-73. Inc. or Dee. P.c, 
Through freight from 
Mew VaeG....0<.0 $1,248,097 $1,524,133 Dec. $276,036 18,1 
Through freight to 
New York.......... 4,375,193 2,188,901 Inc, 2,186,292 99.9 
Way freights ..., 6,819,898 5,818,701 Inc. 1,001,197 17.2 
Live stoek........... 1,365,937 1,868,044 Dec, 502,107 27.0 
Total freights, ex- 
press, etc.... ... 18,132,807 16,259,646 Ine, 1,873,161 11.5 
Average Receipt, Expense and Profit per ton per mile, in cents: 
1872. 1873. 1874. 1875. 1876. 1877. 1878. 
Receipt........... 1.59 1.57 1.39 1.27 1.05 1.01 0.9) 
Expense........ 1.12 1.02 0.94 0.90 0.71 0.60 0.59 
PU clase cos 0.47 0.55 0.45 0.37 0.34 0.41 0.32 


| 


| 





state made no discrimination against the products of the 
West. Year after year it has lowered the canal charges. 
The Erie Canal will soon become a free canal, for the purpose 
of getting Western trade to flow through the state. Now 
in the inquisitorial examination of the railroad Mr. Sterne 
charged that the state gave the railroads %8,000,000, 
But that partnership does not permit the state to expose 
their business secrets to their rivals: to compel them 
to make changes in their char; The pages in which 
Mr. Sterne talks about the decadence of Now York have 
been shown to be untrue by your own observation. There is 
no proof thatthe New York Central stock was watered. Mr. 
Worcester has testified before you that a large proportion of 
that money was paid out in improvements. A committee 
of the Legislature investigated this increase of stock, and 
upon its report the Legislature passed an act authorizing it. 

t stock stands to-day, transferred thousands of times since 
1869, owned by over 4,000 persons, The property stands 
to-day worth $200,000,000, Notwithstanding the burden that 
stock is supposed to have put upon the people, the New York 
Central carries passengers at the lowest rate of any railroad 
in the world, and freight at as low rates as the lowest rates 
of the most bankrupt road in the state. Supplies are bought 
in the open market, useless employés cut off—these econo- 
aeons enabled the managers of the road to run it at low 
rates.’ 

Mr. Depew argued that the railroads|were not like the King’s 
highway, which the state builds and maintains and bears 
the losses of. The state offers its protection to any combi- 
nation of men who will build railroads. Seventy corpora- 
tions in New York have invested %$500,000,000 in railroads; 
seventeen only pay dividends, and the average return on the 
investment is only 8 percent. The English laws of 1884 
provided that, if after 21 years of existence a railroad had 
earned 10 per cent. dividends for three successive years, 
then the government might reduce its rates, on condition 
that it should rantee 10 per cent. dividends for the next 
21 years. This was the English idea of justice. 

ith regard to rates, a railroad manager’s powers are 
very limited. He tries to make rates such as the traffic will 
bear and will lead it to grow. He must accept on through 
business such rates as he can get. The only testimony that 
interests had suffered by the difference between through and 
ocal rates was from a few millers of Rochester and Buffalo 
and a few commission merchants. The millers’ loss of 
business, however, was due to changes in the sources of wheat 
production and the quality of state wheat, and in the methods 


| rates has enabled the railroads to ca 
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of trade, which enable consumers to go directly to the pro- 
ducer, It would be greatly to the advantage of the New 
York Central to have a t milling business done at 
Rochester, but in the face of the other disadvantages it is not 
always able to prevent the decay of an industry by changes 
in its rates. Meanwhile the through business done at low 
local business at 
rates lower than would have been possible otherwise. Local 
traffic costs more than through; sometimes the expenses of a 
small station exceed its gross receipts. 

The New York Central has been called a monopoly. The 
eanal and the Hudson River compete with it at nearly every 
station most of the year, and there is a competing cross-road 
on the average, every 20 miles. 

The railroads of New York earn $90,000,000 a year, $60,- 
000,000 of which is from through traffic, which is the toll 
which the commerce of the West pays New York. In the 
face of the depression of business from 1872 to 1879 the local 
traffic of the New York Central increased 35 per cent., and 
local rates have been reduced one-half by the free action of 
the railroad company. 

it must be remembered that the Western farmer has to 
pay local rates from his farm to the great cities of the West 

n addition to through rates from those cities to the East. It 
costs him as much to get freight to Chicago as it does the 
New York farmer to get his freight to New York. 

Syracuse had been mentioned as a plave that suffered es- 
pecially from the New York Central’s rates, yet no witness 
could be found to say that it suffered, and though it is con- 
nected to New York by the canal and the Delaware, Lacka- 
wanna & Western Railroad, the New York Central carries 
90 per cent, of the goods of Syracuse, 

Suppose a law limited the difference between through and 
local rates ; then the railroads in other states would imme- 
diately make through rates so low that the local business 
with only the legal difference would not pay, and the New 
York road would have to abandon the through business, 
and New York woulki lose its trade, 

The result of this policy of the railroads has been to make 
New York the first manufacturing state in the Union. 
Some branches of business may have suffered, but the ad- 
vantage of the great export trade had been immense, 

The 2-cent per mile fare on the New York Central is the 
lowest in the world, and its local freight rates are one-third 
less than onany other trunk line. (Mr. Depew quoted aver- 
age, rates in other states and countries, but very errone 
ously. ] 


, 


As to special rates, the evidence showed that there were 
many of them, but did not show that any one suffered from 
them. The case of Crouse, the wholesale grocer at Syra- 
cuse, who had a 9-cent rate on the New York Central on 
condition of shipping by it exclusively (and never by cana)) 
had aaa cnmpiainell of as discriminating against the New 
York jobber ; but the growth of jobbing business at interior 
towns is natural and the New York jobber cannot get their 
business. 

There was no evidence that rates have been affected by 
watering stock ; but, on the contrary,no one has any idea of 
the amount of the stock when he makes the rates of a road. 
Rates have been lowered steadily. Since the increase of 
stock of the New York Central, its tonnage has increased 
si times as much as its earnings. 

It is charged that “‘ pools” are injurious. From a railway 
point of view * pools” are the best invention of late years, 

‘ Pools” are arrived at to prevent the disastrous competition 
of railroads, Pools between railroads and “ money pools” 
»roved a failure. The ‘ tonnage pool” has proved a success, 

ow a rate can be fixed and maintained, Now the rates are 
maintained because there is no advantage in cutting them 
The pool established permanency of rates, which is bene- 
ficial to the shipper and to the railroad. Business sagacity 
and skill once more have a chance. That the pool works to 
the detriment of New York has been disproved. Since the 
pool there has been no shipment to the West from Europe, 
except at the rates which the New York merchants paid. 
We have handled here in New York more east-bound freight 
than all the other cities combined. 


THE CHARGES OF CORRUPTION, 


Mr. Sterne says that “inside companies” are oppressing 
the people. Now we have marched up to these companies 
fiercely so that the corrupt scoundrels should not escape. 
But we have found them to be like the mirage of the desert. 
The first of these companies were the express companies, 
Mr. Rutter and Mr. Worcester testified that the express busi- 
ness is different from that of a railroad company; that the 
express companies are not connected with the railroads. The 
railroads get from them double first-class rates; but it could 
not undertake the work of express companies. ‘Chey have 
offices in every village; they distribute little packages; they 
take an order from your wife for some ribbons in a distant 
city, and they bring back the ribbons to her. Ina word. 
they do a multitudinous number of things that the railroad 
companies could not undertake todo, Next the “ fast freight 
lines” were spoken of as so organized that the railroad man- 
agers obtained a profit from them. -We did, indeed, obtain 
a profit from the enormous amount of business they brought 
us. They reached out their arms to St. Louis, to Omaha and 
to St. Paul, and brought to us tons of freight, We found 
that the railroads got out of them the same profit as though 
they did the business themselves, But there was one 
mine of corruption ** Merchants’ Dis- 

yatch.” The testimony showed that the Central found that 
It could use the agents of that company in Europe and in 
this country to its own great advantage. It showed that the 
Central owns far more than its proportionate share of the 
stock of that company, and bence derives more profit from 
it than it would if the Merchants’ was merely a coéperative 
line. Our income from it has been enormous. Then there 
is the railroad along Spuyten-Duyvil Creek. Commuters on 
the Hudson River Road for years shrugged their shoulders 
when they reached this spot, and whispered to each other 
about the enormous profits the Vanderbilts obtained from 
the ownership of that little piece of road. Well, you know 
it came out at Saratoga through William H. Vanderbilt that 
that road was built by a contractor at such low rates that be 
failed ; that Commodore Vanderbilt put his hand in his own 
pocket and paid the man his just due, and that the stock of 
this road in the name of the Vanderbilts merely represents 
the sum the road cost. And so another scandal was disposed 
of. Well, there was the Albany Bridge. There wasn’t 
a granger in the state who did not believe that, by 
the favor of the heads of the roads that used the bridge, a 
little knot of men derived a royal income from taxing the 
passengers and freight that passed over it. There was also 
not a lobbyist in the Legislature that when times were dull 
did not rack bis brains to discover some way of squeezing 
money out of the Central by denouncing the bridge direct 
ors. Well, that, too, was disproved. You now know that 
beyond the regular mileage no charge whatever is made for 
the passengers and freight passing over the bridge. There 
fore no royal income can be derived from it. And finally, 
the drawing-room and sleeping-car company was attacked. 
Under a construction of the laws of this state the Central has 
believed that it has no right to run such cars, that the work 
must be done by outside companies. I doubt whether if we 
had the right the company would exercise it, for the rail 
roads in the West who undertook the sleeping-car busines 


certainly—the 
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have given it up. The work is best done by an outside com- 
pany. What was the result of the investigation of the Wag- 
ner Drawing-Room Car Com ? It was discovered that 
the net profit of the company been $90,000. \ 
merchants of the Chamber of Commerce would think noth- 
ing of cok a profit as that in consideration of the capital 
invested, 

With regard to the c of discriminations in favor of 
Baltimore and Philadelphia as against New York, there 
was a time when New York had a monopoly of the traffic, 
but thése other cities completed their connections with the 
West, and had the advantages of a shorter haul and cheaper 
coal to offset their disadvan But to peeve ew 
York’s supremacy the New York railroads undertook a great 
railroad war which cost them millions of dollars. Rates fell 
from a dollar to 50, 25,13 and 10 cents. The Baltimore & 
Ohio and the Pennsylvania ceased to pay dividends. In 
1877 the difficulty was ended by the pool, under which New 
York gets 79 per cent. of the business. 

State supervision through a railroad commission had been 
recommended. The oe’ f of such commissions was that 
they started off with great promises and professions. They 
were ignorant of railroad problems, but felt that something 
must be done. The railroad manager always subscribed to 
public opinion and never opposed the government. Whena 
commission cost four or five millions to a railway company 
and failed, then the officer was removed anda new politician 
was put in his place under the same circumstances. ‘‘ We 
have no objection to a normal school for commis- 
sions, but we do not want them to practice on 
us for their education.” Mr. Sterne had instanced 
the English and the Massachusetts commissions. They drew 
their salaries like lusty citizens, but their services were inap- 
preciable. There was no analogy in the case of the English 
Commission, as there the government reached out all over 
the kingdom. Here the authority of such bodies stopped at 
the boundary of the state. The speaker recognized the sin- 
gular ability of Mr, Charles Francis Adams, who was at the 
head of the Massachusetts Commission. From the day that 
it had been originated it had been in continual process of ex- 
periment. At last it was discovered that the Legislature 
could not meet the emergency, and the Chairman of the 
Board resigned. He had now been chosen by the railroads 
to act as arbiter in the settlement of their national differences. 
The commission found themselves powerless to deal with dis- 
crimination, as their authority stopped with the limits of the 
state. 

Mr. Depew, in closing, said: 

‘T claim for the railways in this discussion no immunity 
from the ordinary frailties of human nature, I have simply 
said that when it was c that we were so acting as to 
commit the gravest injustice, though the acts might be 
proved, the injustice could not be proved. I have simply 
said that the railway manager does what he can to meet evils 
as they arise. He meets them to the best of his ability. 
When you say to us, ‘ Prepare legislation by which the stat- 
ute book shall run the railroad,’ we any frankly, ‘We have 
had twenty-five years’ experience in the ractical manage- 
ment of railways, but we cannot frame that law.’ If the 
newspaper critic, the justice of whose criticism in many re- 
spects | admit, will provide the remedy and say what can be 
done and where it can be done, and that it will not inflict a 
thousand ills for one benefit, let him state it, and the railroad 
will adopt it without the necessity of legislative interference. 
No talent is so ar ae eh pee = as the talent to pull down. 

‘The New York Central, with electric telegraph and ocean 
cable making the marts of the world one, has done its best. 
It is for the committee to - whether it could do better. 
The road had maintained still for the city of New York a 
majority of all the business done. It was fighting for the 
rights of the city and the state. 1. return thanks to the com- 
mittee for their courtesy and the substantial justice with 
which the investigation has been conducted. I think that it 
has been too broad and inquisitorial, but possibly that may 
be an error. Whatever the result, the railroad does not deny 
the power of the state to act; it only questions its right on 
principles of equity and justice. Whatever the Legislature 
imposes we will do, but we think we can control our road 
better than anybody else. We deny the justice of the state 
to interfere unless the state can show that such interference 
will benefit somebody and not harm everybody. Whatever 
the state demands the railroad must do.” 


JUDGE SHIPMAN’S ARGUMENT, 

* All that L can hope to do in the observations which 1 
shall submit will be to comment as briefly as possible on the 
pertinent questions which the commi will undertake 
seriously to consider, We have been told that the Legisla- 
ture in which this committee originated, represented a feel- 
ing of dissatisfaction throughout the State at the way in 
which the railroads managed their business, But popular dis- 
content is not a safe guide in matters of legislation. Isolated 
instances of hardship are equally fertile as a foundation of 
legislation. The lawmaking power can only deal with the 
business of a community under general heads. All the laws 
which regulate the movement of business are as much above 
the control of legislation as the laws which regulate the 
solar system, The question is whether the evils complained 
of by those who asked for this investigation are curable by 
any legislation. It is necessary to inquire what these evils 
are and what are the leading charges, These were made by 
the Chamber of Commerce and the New York Board of Trade 
and Transportation. They are termed by the chairman of the 
committee of the Chamber of Commerce an ‘indictment.’ The 
notion that the railways are a parallel to the ‘ King’s high- 
way ’—that they are mere public highways on which every 
one can travel at his own pleasure and in his own way—is 
embodied at some length in the indictment, Mr. Charles 
Francis Adams says that the railroads no more resemble the 
King’s highway than the corporations who owu them 
resemble a common carrier. The American legislation has 
been inspired by the theory that the railroad corporation 
is nothing but an overgrown common carrier, who has, 
in some way, got the monopoly of a highway. The Cham- 
ber of Commerce stated that the roads of this state have 
been capitalized on a basis of 82 to every $1 paid down. 
They mean that combination and co-operation among rail- 
roads is the only way by which they can earn dividends on 
their stock or mterest on their bonds. According to their 
view a reduction of two-thirds in bonds and stock would be 
necessary to bring the railroads down to hard-pan. Their con- 
clusion is that the sooner such a basis is reached the sooner a 
permanent and enduring prosperity will be attained. Such 
a proceeding, they admit, would be a hardship to many, and 
it was only a question whether or not. the greatest good of 
the greatest number demanded such a course, This doctrine, 
although not technically Communism, was a recognition of 
the right of the Legislature to pass laws which might result 
in the destruction of property of one class for the benefit of 
another. It is no excuse to say that this sentiment was ap- 
plied only to corporations. The securities of these compa- 
uuies are the params open of individuals and under the 

yrotection of law, It would be as just to suggest the sack- 
ing and plunder of Mr. Schultz's or Mr. urber’s ware- 
houses whenever a distribution of their contents among the 
= might be deemed the greatest good to the greatest num- 


er. 
“ The third charge is that the rates of transportation are 
made unnecessarily high by the maintenance of subsidiary 
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organizations, designed to deplete the revenues of the roads | business or of crippling their companies by contracting their 
before they reach the stockholders. It plainly asserts that | traffic and resources. Noone can deny that the managers 
the officers of the companies are deliberately engaged | of these roadsare struggling to reduce the differences between 
in plundering the revenues of their companies. It has | through and local rates to the minimum to which they can be 
not been proved. The testimony shows that these outside | reduced. To attempt to supersede their efforts by legisla- 
companies were merely to facilitate the business of the rail-| tion in one state would introduce disorder and work mis- 
re The pretence that they are used in any manner to | chief and injustice. To say that these New York roads shall 
put money in the pockets of the managers of the railroad | take no part in this through business except under penalty 
companies was fallacious, The next charge related to stock | of being deprived of all profit on their local business is a 
»0xies. Neither Mr. Jewett nor the other managers of the | proposition involving the grossest injustice, especially in 
irie approve or practice the system of buying and selling | view of the fact that their local rates are now lower than 
stock proxies. The tender solicitude of the authors of the | those furnished by any other road in the world. New York 
charges for the stockholding interest was intended to enlist |is a much greater consumer than producer of wheat. Her 
the stockholders in a crusade against their own property. ———s is about 5,000,000. According to the Agricultural 

‘The fifth charge isof an omnibus character. It callsfor: | Department at Washington, the consumption of wheat is 
1. A posting of the rates; 2. The establishment of a unit of | about five bushels per capita. This would call for 25,000,- 

uantity for freight; 3. [t objected to the classification of |000 bushels for consumption. New York in 1874 produced 

reight; 4. It denounced the pooling arrangements. I shall | but 9,000,000 bushels, having fallen off in production since 

ask attention here to the alleged depression of the interests | 1870, 3,000,000 bushels. Of this 9,000,000 bushels, 13¢ 
of the city of New York. The jobbing trade, the grain trade | bushels per acre are needed for seed. So that New York 
and the milk trade were said to have been injured thereby. | raises only about one-third of the wheat she consumes, tosay 
Dangers supposed to threaten the commercial prosperity of | nothing of other cereals. She annually calls for 17,000,000 
New York are a favorite topic.” bushels of Western wheat for her own consumption. 

Here Judge Shipman said that the complaint is not that With regard to special rates, the testimony of Mr. Vilas 
New York has less trade than formerly, but that it has a | showed that they were not made capriciously or arbitrarily, 
smaller proportion of the whole. This is because New York | but witha view to the best interests of all. Prohibition of 
formerly commanded the whole by its water communica- | side rates would often prevent the developing of new indus- 
tions, while the completion of railroads has brought Balti- | tries and competing with rival lines. 
more and Philadelphia into connection with the West, which | _ Counsel referred to the Erie Company’s controversy with 
makes it impossible that New York should have its former | James McHenry and rested the justification of the receiver- 
monopoly. oe § and the vindication of Mr. Jewett with the courts which 

Taking the adjacent cities of Brooklyn and Jersey City | had passed upon these matters after the fullest testimony 
into the account, the population of New York has increased |andargument. The payment which Mr. Jewett obtained 
more than that of any of the other sea-board cities between | be was justified in asking, as remuneration for giving up 
1860 and 1870; the Western cities increased faster because | other lucrative positions, and his salary as Receiver was 
they were young. The act of Congress permitting the trans- | fixed by the court which appointed him. The settlement 
portation of imported goods in bond had enabled these cities | with Jay Gould was thought the best that could be obtained. 
to do their own importing, and so taken from the jobbing | There were some misfortunes connected with the negotia- 
trade of New York, without any fault of the railroads. New | tion of the loan in London, which the company is trying to 
York, too, had suffered from the general stagnation, from | repair. He believed that Mr. Watson acted with entire hon- 
nearly twenty years’ plundering by municipal thieves, and | esty, though perhaps not always wisely. 
especially by the destruction of its shipping interest. Still| Judge Shipman next passed to the law points of his argu- 
it remains, and will remain the first city of the continent | ment, calling the attention of the committee to the state and 
and its financial centre. federal laws governing railroads, and the policy of the for- 

As regards the grain trade, the gain of Philadelphia and | ™€T 19 relation to the Erie. The railroads, said he, sub- 
Baltimore was inevitable after their railroads had been ex- stantially, are common carriers of freight and passengers, 
tended, giving shorter routes to the sea-board. New York and to that extent they perform a function which may be 
would have lost still more but for the desperate struggle of |*#id to be public. Whatever regulations the Legislature 
the New York Central and the Erie railroads, at a cost of | ™®Y prescribe to affect their transaction of business do not 
millions of dollars. Now that by great sacrifices in their | ®7i8¢ out of the fact that they are public corporations, or 
through rates they have succeeded in preserving the traffic | that they are corporations atall. In this regard railroad 
for New York, for the Chamber of Commerce to demand | Co™panies stand in the same relation to the public and the 
that local rates be reduced to the same basis is flagitious in law-making power as private persons who exercise the busi 
the extreme, in view of the fact that their local rates are lowe | 2¢58 of common carriers. The only public corporations in 
than those of any other railroad in the world. this country are those created by government for political pur- 

As for the pooling policy complained of, its tendency was | PO*s, except pecuniary or business Bae! aerennng in which 
to diminish the difference between through and local rates, | te government owns all the stock. Whatever right the 
It was the result of the best efforts of the best minds en-| State has to intervene in the affairs of a corporation, that 
deavoring to remove the evils which had hitherto proved in- | "ight does not rest on the fact that the state has aided the 
corrigible. If permitted to continue, it would bring order | CO'Poration in obtaining the right of way. It would have 
out of confusion. ‘The agreement of April 5, 1877, the pool- | Just the same right to interfere with the affairs of a private 
ing agreement, was a cause of complaint. But it was not a | C@™er who had bought his own land and built his own road 
discrimination against the natural or geographical advan- | 0V&" it, and no more. Its right to intervene by prescribing 
tages of New York. Its practical effect was not discrimina- | '¢sulations for the conduct of its business rests solely upon 
tion against New York in any sense. It had placed the | the public function the corporation performs, and is con- 
trade of New York in a better position than it had been at | “ued to that alone. The giving of the right of eminent 
any time since the rival roads became through freight lines. domain does not entitle the state to interfere with 

Atter discussing the rates on miJk carried to New York, | *#¢ manufacturer. Railroads are no more amenable than 
Judge Simpson came to the complaints of the Rochester | private persons exercising the functions of common carriers. 
millers. Their mistortunes seem to be due to the production | The general railroad act protects investors as any law may 
of an inferior wheat in the German Valley of late years, | PTotect the property of private citizens, and a law looking to 
which the Roch: ster people will uot use, and to get the grain | ® Teduction of rates of transportation would be a breach of 
they want they have to resort to Toledo, Milwaukee and | the pledged faith of the state, as expressed in that act. The 
Chicago, while at the same time the business changed from | assumed power to break the law of 1850 does not justify the 
a wholesale to a retail jobbing trade. | breach, The Legislature is asked to deal with millions of 

Speaking on the subject of the alleged depression of agri- | dollars of private property belonging to private citizens, 
culture and the consequent depreciation of farming lands in | whose right and title to that property is as good, and should 
Western New York, counsel said, substantially : That this | be held as sacred, as the right and title of any other class of 
depression of the agricultural interests of this state is charge- | Citizens to their homes. 
able to improper action of the railroads, is a delusion of the | Passing to some general assertions of opposing counsel, 








thinnest and most vapory character. Harris Lewis | Judge Shipman denied that the railroads possessed any influ 
charges that the railroads have virtually — trans- | @™e Over the press. He admitted that there were some evils 
ferred his farm 1.000 miles west. Another wit- |i connection with great railroad lines. Some of these are 
ness swears that they have carried his to the | curable, and the railroads are anxious to find the remedy, 


| but in view of all the complications attendant upon railroad 
management, the theory of leaving the roads to the care of 
a paternal government is not a wise one. 

MR. SIMON STERNE’S ARGUMENT. 

Speaking in behalf of the Chamber of Commerce, as counsel 
for which he has conducted the investigation before the 
committee throughout, Mr. Sterne began his argument 
Tuesday noon. He argued that Mr. Depew’s speech might 
just as well have been made immediately upon the opening 
proceedings as at the close, so far as it related to the evi- 
dence or was based upon it. He had seen fit at the very out 
set to combat the position taken by me in my opening, that 
the railroads of the state are properly subject to whatever 
regulation may be imposed upon them by the wisdom of this 
state. And he said there was nosuch thing as a Kivg’s 


banks of the Mississippi. It is undoubtedly true that the 
introduction of the railroads has tended largely to diminish 
the difference between the value of lands in Herkimer | 
County, N. Y., and the lands of Hennepin County, Tl. In} 
that sense, Mr. Lewis’s farm in New York may be said to | 
have been moved west, and Mr. Smith's farm in Illinois to | 
have been correspondingly moved east. But what railroads 
have done this, and how have they done it? The whole rail- 
road system running from the West to the sea-board has 
operated in this direction. If the New York roads were 
blotted out of existence, still the products of the West 
would reach the Eastern markets in competition with those | 
raised by the farmers of New York, As to the decline in 
the market price of farming lands in this state, the evidence | 
wholly fails to show that there has been any greater falling | 
off than in real estate generally in the towns and cities, es- | highway in relation to these corporations, which were built 
pecially in the Middle and Eastern States. Now, asan offset | by private capital, and the Josses upon which private capital 
to a discrimination of % cents per bushel, testified to by a | must bear. The speaker had thought that, if deaf to the ar 
witness named Root, the New York farmer has this great | gument and reason with which he had plied Mr. Depew upon 


advantage over most of the Western farmers—many of the | that subject, at least the latter would have some 
articles which he does not raise are brought to his door | respect for the decisions of the Supreme Court of the 
cheaper. His buildingsand equipment are better, and for | United States, which, in a series of cases reported 
nearly two-thirds of the year he has all his crops shipped |in 4th Otto, set at rest what ought never to have 


east on the canals. In reaching the seaboard market by rail 
he has an equivalent in being 1,000 miles nearer than the | 
Illinois farmer, and can respond to the call of the purchaser | 
quicker. But still the New York farmer complains of a | trol, and the investor has no reason to complain if that con 
higher rate per ton per mile for rail transportation over the | trol disregards to some degree the private interest invested 
New York roads than is paid on the vast products of the | therein. The request for the call of the meeting which ap- 
West which find their way over the same roads, This | pointed the Chamber of Commerce Committee was signed 
remedy, he thinks, isin a pro rata freight system. After | by the largest representation that had signed any request 
referring to the provisions of the Reagan Congressional bill | for any meeting of the Chamber since the beginning of the 
on this subject, counsel continued; Now, if the New York | war. The signatures appended to the request for the call 
trunk lines running from the Western centres to the sea- | represented a capital of Texee times over the combined cap- 
board had the sole power to fix their rates on through east- | ital of the New York Central and Erie railways. And the 
bound freights (which they have not) they could not raise | meeting was attended by a larger number of merchants 
these rates independently of concurrent action of the other |than had attended any meeting since the war. As 
trunk lines without diverting the through traflic from the! to the charge that a Communistic spirit had taken 
city of New York. If the Legislature had the/| possession of the Chamber in insisting that the 

ywer to raise these rates over her own trunk railways of the state of New York shall do jus 
ines, she has none whatever over the rival roads | tice to New York City, the speaker had only to read some of 
beyond her jurisdiction. Consequently, raising the rates | the names appended to this call to overwhelm Mr. Depew 
on through freight now passing by rail through this | with confusion, “If.” he continued, ‘‘ we had not on Fifth 
state would send it over roads running through other states, | avenue, palace after palace, and fortune after fortune, 
and the great bulk of it would never reach the waters or the | acquired through indirection of moneys, and if people were 
soil of New York. The only other course by which the local | not compelled to pass vice ensconsed in comfort and in luxu- 
rates can be brought to a pro rata with the through is to re- | ry, beyond the power of the law to reach them, there would 
duce the latter. fo attempt this would be to ignore every | be a great deal less of the Communistic spirit than exists 
fundamental] principle applicable to the business of trans-| now. It seems to me that the sight of a Gould obtaining 
| control of the leading and all the affiliated lines from New 


tation and the condition of the country at large—such as ‘ 
length of haul, bulk and regularity of traffic, and the cost of | York to San Francisco, affiliating himself with the leading 
and best citizens of New York and throughout the country, 


| been seriously questioned—that whenever a private citi- 
zen places his money into a business affected by a public in- 
terest, that business becomes instantly subject to public con- 


terminal handlings. To prohibit the trunk lines from en- 
gaging in the business except under a pro rata tariff would | with a career as well known in every household as that of 
uce them to the alternative of abandoning the through ' Robin Hood—that, I say, is what creates a Communistic 
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spirit of rebellion and honest indignation in the spirit of the 
people. There are certain facts in thiscommunity just as clear 
and patent as those which existed before 1789 in the French 
community, and which raised a storm of indignation that cut 
off heads, burned buildings, tore down the Bastile, and 
created a reign of terror for years.” 

Mr, Depew had intimated that only those people who voted 
for Mr. Lewis felt that there was something wrong in rela- 
tion to the railroad management of the state, and that the 
most earnest protest against the clamor in relation to rail- 
road mismanagement was the fact that the two regular party 
tickets obtained the whole vote of the state of New Fork, 
with the exception of some ‘' 9,000 idiots,” as he termed 
them, who voted for Mr. Lewis. Now, first of all, in passing 
it was worth while to say that Mr. Lewis did not receive the 
support of the Board of Trade and Transportation or the 
Chamber of Commerce, and that there were no documents 
circulated by either of those bodies in Mr. Lewis’ be- 
half. Both platforms of the political parties promised 
to their adherents substantial valren reforms in the event 
of the success of their respective tickets. Both recognized 
the justice of the demand made by the Chamber, and they 
pledged themselves to remedy the evils. The great fact of 
discriminations was proved by the special rates books of the 
New York Central as contrasted with their regular tariffs. 
[t needed no evidence to prove and no argument to show 
that the existence of such discriminations must necessarily 
be injurious to merchants, manufacturers and farmers, and 
that they result in an unfair advantage to the beneficiary of 
the railway. The cool audacity of Mr. Depew’s statement, 
that the reports of the State Engineer were shown to be cor- 
rect, was monumental. The utterly fictitious character of 
the construction account of the New York Central Compan 
was developed before this committee by Mr. Robertson’s 
testimouy. The speaker read extensively from the tes- 
timony of that witness to show that there was annually pre- 
pared for the State Engineer a cooked account on the part 
of the New York Central Railroad, in which was included a 
pretended credit of millions of dollars each year to construc- 
tion which never took place, but was a mere writing of 
watered capital into a watered construction account, in 
order that in the book-keeping the accounts should balance. 
It struck the speaker that the dilemma in which these gen- 
tlemen were placed for the purpose of explaining their book- 
keeping and to excuse their watering of stock was an un- 
pleasant one, whichever horn they might be called upon, for 
the time being to face. If they seriously pretended—and 
that was the suggestion of Mr. Depew—that there was an 
actual value hidden from the stockholders and disguised 
from the state in 1869 of $40,000,000, which had 
neither been distributed as dividend nor carried to a sur- 
plus account, so that nobody knew of its existence 
on the part of both of these great highways except the man- 
agers of it, an outrageous and infamous fraud was practiced 
by gentlemen like Mr. Corning, Mr. Fargo, Mr. Butterfield 
and Mr. Worcester, representing the Central, and the Messrs. 
Vanderbilt themselves, representing the Hudson River Rail- 
road. But even Mr. Worcester, who was privy to all the 
stock watering, and to whom reference was made by Mr. 
Vanderbilt in his testimony as knowing all about it, gave 
only as the sum total representing these $40,000,000 of water 
in the way of construction that had been made, which had 
been carried to expense account, and should have been repre- 
sented by the construction account, a section of double-track- 
ing of about 150 miles of the New York Central Railway, 
and when pressed to give the value of that work he failed to 
do so. It surely could not have exceeded $2,000,000, 

‘viticisi Mr. Depew’s remarks concerning the war of 
rates from 1875 to 1877 between the New York Central, the 
Baltimore & Ohio, and the Pennsylvania roads, Mr. Sterne 
called the attention to the circumstance that, despite the 
alleged $5,000,000 of expense of the New York Central & 
Hudson River Railroad yew that warfare, when, accord- 
ing to Mr. Depew, it carried its whole through traffic at a 
great loss, it was able to pay 8 per cent. dividends upon its 
stock. The source of revenue was, in Mr. Sterne’s opinion, 
an excessive local tariff. Mr. Depew would have the com- 
mittee believe that all the expenditures of the great fight 
were paid by cutting his salary down $1,000, Mr. Worcester's 
salary down $1,000, Mr, Rutter’s salary $500, etec., and that all 
these petty economies, in the aggregate, made a difference, 
in two years, of $20,000,000 for the purpose of carrying on 
this gigancic warfare. According to the State Engineer’s 
reports in 1875, the operating expenses of the road of every 
kind were $17,262,000; in 1876, $16,124,000; in 1877, 
$15,000,000, and in 1878, $16,186,000. The lesson to be 
drawn from Mr. Depew’s statement:-and these figures was 
either that the New York Central can carry its through 
traffic literally for nothing, if the present system is to con- 
tinue, which allows them free warrant as to taxation upon 
the people of the state, or that the New York Central 
superior advantages over its rivals in the bulk of its local 
traffic. 

When the speaker insisted upon the appointment of a 
proper railroad commission under a law which the experi- 
ence of other nations and another state had proved to be in 
its main features a useful one, he was met by the argument 
of Mr. Depew, that 22 years ago a commission for the regu- 
lation of railways, with powers amply sufficient to accom- 
plish all the objects sought by the gentlemen who a 
the bill, was created by the legislature of this state, and that 
the act was repealed and the commission abolished, because 
the scandals connected with it were such thgt the state 
could not countenance their existence, and that the utter 
uselessness of the body prompted the Legislature to 


take the power back into its own hands. The story 
told by General Diven showed that the railroads ob- 
tained the repeal of that law by connivance with 


the leading Commissioner, who made no opposition, in con- 
sideration of the payment of his salary for five years. If the 
commission had been a useless one, the railroad companies 
would not have parted with their money to get rid of it. 
This committee were told at the outset that there was no oc- 
casion for any inquiry; that the interests of the railroads 
themselves would compel them to serve the public best. 
Over their own signatures, the presidents of the leading rail- 
way corporations of this state had the hardihood to deny 
that special rates were given over their lines of railway. 
Oppaces to thisis the evidence that the rates from Chicago 
to New York were 15 cents a hundred during a considerable 
part of the year 1878; at times going down as low 
as 10 cents a hundred; and that at no time was 
the rate below 12 cents a hundred as an open rate 
on even grain and flour from Buffalo, and at no time 
below 18 cents a hundred on other fourth-class freight from 
Buffalo to New York city. Therefore, taking the extreme 
western point of our state, the rate absolutely from Chicago 
on east-bound traffic was lower than the lowest rates from 
our own westernmost city, and the farmer in the neighbor- 
hood of Chicago had the advantages of a European market 
at a lower rate, through the instrumentality of the railways 
of our own state, than the New York farmer in the neigh- 
borhood of Buffalo. The miller in the neighborhood of Chi- 
cago could send his flour to New York and sell it at a profit, 
when, during the winter months, and, indeed, as the evi- 
dence shows, during the summer months too (for the canal- 
boat was ill-adapted for the carriage of flour), our own west- 
ern millers could not compete, proximity notwithstand- 





ing, with the miller of Minneapolis, of Milwaukee, and of 
me Mr. Sterne quoted from the contract _between 
Schoelkopf & Mathews, of Niagara Falls, and the New York 
Central, by which the former were teed a special 
rate. If it was just in that case to protect that one mill 
against the effects of the through rate, it was, counsel be- 
lieved, just that the beneficent pfinciple should have been 
extended to all the people of the state. Railroad char 
were, in that respect, absolutely analogous to taxation. e 
absolute freedom of the railway to make its own freight 
charges, and so recoup itself for losses wherever and when- 
ever incurred, and whenever it likes, was to place our farm- 
ers, our manufacturers and our merchants at the mercy of 
a power compared with which that | in the hands of 
the Farmers General of France was moderate indeed. 

The theory upon which our railway legislation had pro- 
ceeded since the adoption of the state constitution in 1848 
was false. The railroads had abandoned competition, and 
adopted the principle of combination, and we were brought 
face to face with a condition of facts which had completely 
altered the relation of the public toward the railway, and 
which made all arguments based on competition seem child- 
ish. The testimony in relation to the charge of the Chamber 
of Commerce that individual citizens m this state are given 
special privileges and rates out of proportion to those 
charged the public in general, was simply overwhelming. 
Six thousand cases of special contracts as to local 
traffic alone in a year were revealed in the case of 
the New York Central Railroad. This was but a 
system of bribery on the one hand, cajolery and suc- 
cessful effrontery on the other, which between them crushed 
out honest, uncomplaining toil. It was but the building up 
of monopolies, the destruction of the small tradesman, 
grinding taxation for the one and profit to the other! This 
trifle of 6,000 special rates did not deter Mr. Depew from 
saying there were none, For Mr. Depew to admit that spe- 
cial rates had been made would be to place himself in direct 
contradiction to Mr. Vanderbilt’s statement over his own 
signature. After quoting from the testimony of several 
witnesses examined by the committee on the subject of spe- 
cial rates, Mr. Sterne continued: ‘‘ The true explanation for 
the whole special rate system as it has grown up in the 
state of New York, is that, in 1865, there was a tariff of 
extraordinary high war prices for freights on all the 
lines of our railroads. Instead of subjecting the local tariff 
toa revision to keep pace downward with the fall of prices 
that came with the gradual return to a sounder currency 
and financial basis, the railways attempted to maintain 
these war rates as a whole, giving way only as individual 
pressure was brought to bear upon them to reduce their 
rates. And when greater reductions in values came after 
the panic of 1878, the pressure became ter and greater, 
and, therefore, without theory and without principle gov- 
erning any particular case, the whole tariff was honey- 
combed as the railways yielded to this pressure, until it has 
become a structure without foundation, without cohesion, 
and injurious to every interest of society.” 

Notwithstanding Mr. Vanderbilt’s statement that every- 
body knew that special rates could be had for the asking, 
and Mr. Rutter’s statement that special rates were given to 
all deserving ones, there was testimony that some shippers 
were innocent enough to suppose that that the schedule for 
10 years—excessive in amount—was an unyielding and un- 
varying one, It was the flimsiest of all possible pretenses 
that the local traffic could not be done in any other way, be- 
cause as to the through traffic, where competition prevails to 
somuch larger an extent than as to the local traftic, the rail- 
ways have abandoned special rates by combined action, 
There was no word of excuse or extenuation to be offered 
why a common carrier should be permitted to discrimi- 
nate as against particular localities or individuals in the 
same locality, except upon the basis of additional cost for the 
service; and, if it was impossible for our present generation 
of railway managers to determine what the cost of service 
is, the state must make an arbitrary rule for them. The ig- 
norance of the railway managers of the cost at which the 
service was rendered was one of the best evidences of the 
taxing character of the charges. The only other occupation 
which was engaged in without regard to the capital invested 
was that of the highwayman. Dick Turpin bought or stole 
a horse, and invested in a pair of pistols. The booty he 
might conquer upon the highway bore no relation whatever 
to the cost of his equipment. Mr. Sterne spoke at some 
length on the subject of a pro rata law as a remedy for the 
evils existing. 

Mr. Sterne continued his argument Wednesday, asserting 
that the New York railroads practiced a discrimination 
against New York that would have destroyed its commerce 
but for the Erie Canal. He discussed at length the rise and con- 
duct of the Standard Oi] Co., and the relations of the railroads 
toit, by which it was enabled to monopolize the petroleum 
business until the independent pipes to Williamsport had 
destroyed the value of the railroad traffic in petroleum. 

“The New York Central deliberately says that it will carry, 
of all the shipments that may be offered in the city of New 
York, only 40 per cent., and surrender the rest to its com- 
petitors. There is, therefore, no more competition under 
this pooling contractand accompanying agreement for the 
maintenance of rates, than though all these trunk lines 
were under one head, and were only one organization. 
Mr. Fink and his office have killed competition, and 
Mr. Blanchard tells you that unless railroad men 
are fools they will never return to the custom of com- 
petition, and that the community can no longer look to com- 

etition to secure to them in this particular what it secures 
in other departments of human activity—the best result at 
the lowest price. Huntington, Jewett, Scott, Garrett, Gould 
and Vanderbilt are the great masters of our trunk-line sys- 
tem, and in combination they coptrol capital of thousands of 
millions of dollars. They are shrewd, intelligent and adroit. 
If the public is served by what they conceive to be their 
private interest so much the better for the public. If the 
public interest does not serve their private interest, the 
mg interest must give way to their private interest. 


r. Vanderbilt so told you, Mr. Jewett so told you, Mr. | 


Blanchard so admitted. This brings me to the larger con 
sideration of the concentration of power on the part of the 
community necessary to meet this concentration of railway 
power. So obvious has this necessity become even to those 
who considered the subject from the railway point of view 
that Mr. Fink, in recommending a corporation of corpora- 
tions through the instrumentality of poolings, a concentra- 
tion of the railway power of the United States, felt that it 
was necessary for him to suggest that a similar concentra- 
tion of power should take place by the people of the United 
States by clothing Congress with the necessary authority to 
enforce the contracts which the inter-state railways may 
make between each other, and to subject these railways, 
through the instrumentality of a commission, to constant 
supervision and publicity.” 

r. Sterne then discussed the watering of stock, and de 
scribed the provisions of a bill which he had drafted for the 
committee's acceptance or rejection. One of its provisions 
is that the railroads shall publish all their rates, post them 
at each station, and that they shall not either raise or lower 
them without previcusly giving a month’s notice. He would 
recommend the abolition of the scandalous system of proxies 
by a provision of lew which should ‘make it a misdemeanor, 


a with fine and imprisonment, to give voting au- 
hority to persons having no personal interest in the shares. 
He would also make it a misdemeanor to vote on stock not 
7, owned or free from lien, would give a civil remedy 
to stockholders injured by such action, nst the wrong- 
doer, and would have the election vitiated if stock thus voted 
upon had changed the result. Counsel also offered several sug- 
gestions on the subject of railway accounts, and spoke at 
some length on the necessity of a Railroad Commission to 
put an end to the secrecy of management which, he con- 
tended, has characte American roads, and at the head 
and front of which offending was the New York Central. He 
would favor national legislation, but he believed that it could 
not rightly interfere with the New York Central’s local rates, 
and that, therefore, in order to protect its citizens, the state 
government would be compelled to interfere, and to exercise 
power over the railroads chartered by it. Congress might 
regulate inter-state traffic, and appoint a commission to see 
that its regulations were obeyed. 





A Railroad Man's Missing Leg. 


As an express train stopped at Hancock station on 
the Erie about two o'clock in the morning of one 
of the coldest nights during the late “cold snap,” a 
man was discovered on top of the smoking car 
doubled up around the stovepipe. Not answering to 
repeated calls and comman from the  trainmen, 
a ladder was procured, and an examination disclosed 
that the man belonged to the genus tramp, and, moreover, 
was senseless and nearly frozen by exposure to the severe 
cold weather. After some trouble he was brought down 
from his lofty and cold perch, taken into the car, and, with 
the assistance of a flask of “ fire water” donated by a pas- 
senger, brisk rubbing on the part of a brakeman, and a hot 
stove, soon became lively, and, after a lunch from the brake- 
man’s pail, crossed his legs in front of the stove, begged a 
cigar from a traveller, tm was happy and talkative. | 

“T’m an old railroader, myself,” ‘said he to the circular 
conductor ; “bin firein’ last on the M., K. & T.; used to brake 
on the Great Western, and run a train for four years on the 
Iron Mountain, under Ira Brown, but "— 

“Do you know Ira Brown?” chimed in the brakeman. 
“*T once broke with him on the Western Division. Good 
man was Ira; always let the boys ride in the eaboose except 
when old man Taylor was out on the road, Ah!” said he 
with a sigh, “ things on the Erie haint as they used to was.” 

“ Pshaw now, did you know Ira?” said the tramp. ‘‘ Well, 
you might have knowed a good many worse men; just like 
a father to me [ra was. ‘Jim,’ he used to say, ‘don’t go fur 
to spend your money foolishly, for when you get old you'll 
want it,’ said he; and then he’d ask me down to have a 
drink, or offer me a chaw of tobacker. I declare I could 
shed tears when | think w’at a fatherly old soul he was. 
But Pll bet you never knowed Ira had a wocden leg; did 
you, now?” 

‘** No,” answered his companion, ‘1 never did, 
lost it after he left the Erie.” 

‘*That’s ware you make your mistake, cully,” answered 
the tramp. ‘ He’s often told me "bout it. You see, when he 
was a boy at home, on the farm with the old man, he was 
1untin’ eggs one day on the hay-mow with his cousin, and he 
got to foolin’ with him, you know; tried to trip him up and 
all that, and his cousin wouldn’t have it; and givin’ him a 
shove, off the mow he went and fell kerflumix in front of an 
old gray mule that his father owned, which hac an unnat’oral 
appetite; used to eat stones, and corn cobs, and hemlock 
boards, and all sich fodder when this appetite was on him. 
When [ra came to—for you see that fall had knocked him 
senseless—he found that the mule had eaten all the flesh off 
one leg clean above the knee, and he was a cripple for life. 
He recovered from the effects of havin’ his leg sawed off by 
the doctors, after a long time, and his father tuck him to New 
York and bo’t him one of them cork legs. But it didn’t work 
worth a cent, You see, as Ira growed, the cork leg got 
shorter and shorter, and he limped orfull. So his older 
brother, an ingenious sort of a chap, put his wits together 
and made him a sorter of a double extension leg, something 
like a dining table—one that you could pull out to lengthin 
and shove up to shortin—and he got along first-rate, so that 
you wouldn’t know Lra had a wooden leg. And the way I 
cum to find it out furst was one day he got mad at me at some 
sass [ was givin’ him, and drawed back his leg to kick me. | 
turned to run, when he give his trowsers a hitch—turned 
some screw, I suspect—and after i got some fifteen feet away 
from him, and nearly stopped, thinkin’ I was out of danger, 
he let drive with that woodin leg of his’n, and takin’ me un- 
der the coat-tail, landed me in the gutter. You bet I always 
kept a good hundred yards away from him after that when 
he looked mad. 

** You see, when he first went out on the Lron Mountain 
road that kintry was full of tuff cases, They had killed two 
or three superintendents, and Ira was app’inted just on 
‘count of his kickin’ qualities, and that extension leg of bis’n 
sent more than one rough to kingdom cum that had been 
havin’ his own way out at the Hot Springs, cuttin’ and 
slashin’ ‘round among the boarders. 

‘But the queerest thing of all was about that cousin of 
his’n. ‘You see, he never got over the sight when Ira’s leg 
was chawed off; he went crazy and was sent to a lunertic 
| ’sylum, where he used to chaw up a keeper or two every 
| season, and one day tackl’d one who had a overcoat on, and 
| in attemptin’ to swaller one of the big horn buttons on his 
coat it got fast in his swallerin’ apparatus and before they 
could relieve him he got choked to death. 
| ‘Hello! here we am to ney trees | 


Must have 











and Ill get off, as 
| my old man lives over t’wards Honesdal’ on the old stage 
road, and he’ll be anxious to know if I got them shoats to 
| Binghamton all right.” And he slowly and deliberately left 
| the train, while the brakeman looked wise and the passen 
| gers went to sleep again,—Port Jervis Gazette. 
|The Biggest Project Yet. 
| The San Francisco Mining and Scientific Press of Nov, 21 
| says: ‘* We acknowledge the receipt of a pamphlet entitled 
he Grandiosa Obra de todos los Siglos, El Ferrocarril 
Universel,” and also a copy of “ Ll Commercio Periodico 
| Mercantil,” both of which are devoted to a Gran Projecto 
| Americano—*a Continental Pacific Railroad,” which is to 
| have its termini at San Francisco and Montevideo, crossing 
| all the Central and South American republics. It is to be 
| 6,000 miles long, and will cost the small sum of 325,880,000 
| ‘strong’ dollars (pesos fuertes). The freight and passenger 
| tariff has already been established. A branch line is to be 
| built to Behring’s Straits, in order to explore the North 
| Pole, thence passengers will be carried over a 13-mile 
bridge into Asia to Pekin, Persia and across the Sahara 
| Desert. The object of this ‘grand continental railroad is to 
|enable the population of the earth to travel about and civil- 
|ize the barborous portions of the community, as also 
\to solve many scientific and mechanical problems. A 
| board of directors is to be established in every country 
| through which the line passes, all, however, subject to the 
| Directorio General, who is to locate at San Francisco, Any 
| person can become a Directorio General for 25 shares of the 
| stock, while a common te ordinary Director can get the pos 
| ition for 15 shares of stock. The stock is fixed at 8500 per 
share, a moderate amount when the enormous advantages ot 
this railway are considered,” 
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ions, and those only, aad in our news columns present only 
such matter as we interesting and important to 
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of notices of meetings, elections, appointments, sods. 
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COUNSEL ON THE GAUCE QUESTION. 


A story is told of a patient who asked a doctor if a 
person had such and such symptoms, what he would 
recommend him to take. ** Medical advice,” was the 
reply. Since the recent revival or inflation of business 
it is not an uncommon thing to meet railroad project- 
ors, to whom an intelligent engineer or railroad con- 
tractor would give the same counsel as the doctor did 
knowing that it is very much wiser and safer for such 
persons to follow the directions of a some one whose 


’ 


inexperienced persons to draw their own conclusions 
may help to put some people right who are now drift- 
ing loosely among verities to which they might safely 


enchor. One great difficulty, however, in correct- 
ling the wrong impressions which prevail re- 
garding the relative advantages of wide and 


narrow-gauge railroads is the extreme vagueness of the 
opinions which are held by many. The idea that 
narrow-gauge roads cost less than those of the standard 
gaugeis very widespread, and in a certain sense, with- 
out qualification, is true; but, when analyzed, it means. 
generally, that a light narrow-gauge road costs less 
than a heavy road of the standard gauge. No one 
doubts or disputes this, but then comes a man, may be 
from Idaho or Gilgal, who wants to build a local road 
through a sparsely settled country where there will be 
little traffic and possibly no connection with other 
roads. [tisimportant, in such a case, to build the road 
with the least outlay of capital. Persons with such 
projects are much given to coming to New York strong 
in the conviction that the road will cost much less if 
the distance between the rails is made three feet than 
it would if they are placed 4 ft, 814 in. apart. It will 
be admitted at once that a three-foot-gauge road may be 
built so as to carry a very considerable traffic, and do a 
profitable business, but the prevailing impression that 
it can be either constructed or operated at materially 
less cost than a standard-gauge road of like character 
which would give equal facilities to traffic and do the 
same business as the narrow-gauge road is a supersti- 
tion which has neither a sound basis of fact nor credi- 
ble reason for belief, and it is thought that a little 
careful investigation will convince an intelligent and 
candid person of the truth of what perhaps some will 
regard as a very sweeping assertion. If, however, its 
truth can be sustained, the consequences are that there 
is no reason whatsover for the adoption of a gauge 
narrower than the standard one, and the evils of non- 
conformity to existing roads, of transhipment of 
freight with other lines, at present or in future, and 
the fact that a light standard-gauge line may by a 
gradual process be changed to a line to do a heavy 
traflic, whereas to change a narrow-gauge line so as 
to interchange its cars with lines of the ordinary 
gauge must be done at once and at great expense, are 
all arguments against the adoption of a distance be- 
tween the rails which gives no advantages excepting 
such as are purely imaginary. 

With reference to the elements of cost of a railroad 
there is, unfortunately, especially among inexperienced 
projectors, a good deal of vague impression. To pre- 
sent thesein a precise form, we will therefore give the 
following items, which are taken from a published re- 
port of the actual cost of a Western railroad. Two 
blank columns are given, which any one can fill up 
by obtaining the current prices. In the last column, 
the cost of the different items of the Western road re- 
ferred to is given in percentages of the total cost. 
These percentages will vary, of course, according to 
the nature of the country, the local conditions which 
prevail, and the state of the markets, but nevertheless 
they will be some guide in determining which are the 
important elements of expense. 

Elements of Cost of Standard and Narrow-Gauge Railroads. 
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which is fallacious either in its premises or methods. 
Now, although so much has been written on the sub- 
ject, and it has been discussed almost as much as 
** Pinafore” has been sung, yet it is believed that the 
presentation of the subject in such a way as to enable 


or from reasoning | = : islet 





The first item, or engineering expenses, no one has 
had the temerity to claim would cost less for a road of 
one kind than it would for another, and in fact, if, as 
has often been proposed, narrow-gauge lines are run 








so as to conform to the character of the country, the | gauge. 
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cost of locating them would be greater than for an 
ordinary road, although the difference is not worth 
considering. 

The subject of graduation, however, has been a mat- 
ter of very great dispute. It is said, and this view is 
very taking with inexperienced persons, that the road- 
bed for a 3-ft. gauge may be 1 ft. 814 in. narrower than 
for a road of 4 ft. 81g in., or the standard gauge, and 
the hasty inference is sometimes drawn that the differ- 
ence in the quantity of material to be moved in grad- 
ing is proportional to the gauges. To get at the causes: 
which influence the amount of grading, and also the 
weight and cost of rails, etc., the weight of the roll- 
ing stock must be taken into consideration, Therefore, 
in order to present the subject in its logical order, and 
also in the way which it usually comes before persons 
who first take it up, the question of rolling stock will 
be considered first. 

The impression that locomotives and cars for a narrow 
gauge cost very much less than those for a standard 
gauge is very generally believed. “ Why.” an enthu- 
siastic believer in the new system will say, in support 
of his opinions, ‘‘ a narrow-gauge road will be very 
much cheaper than an ordinary road, because in the 
first place the engines and cars for such roads cost 
much less than for a standard gauge.” In reply to 
this it may be said that the statement lacks the one 
important element of truth. In fact, it is essentially 
the reverse of the truth, and it may be said in the 
way that and engines of like 
character do not cost less for the one gauge than 
for the other. Analyzed, this fundamental article 
of the narrow-gauge belief generally means that light 
engities and cars for the one kind of road cost less than 
heavy engines for the other. 


most decided cars 


That engines of the same 
weight and capacity will cost no more for the one 
than for the other, is easily demonstrable to any one 
with the construction of either 

As the class of persons who usually 
undertake the construction of cheap railroads have 
very little special knowledge of this kind, it is difficult 
of this. We have, 
tained the opinions of some of the most prominent 


conversant cars or 


locomotives. 


to convince them therefore, ob- 
builders of narrow-gauge locomotives and cars with 
reference to this question. In relation to it the Bald- 
win Locomotive Works write: 

**We would make a locomotive at the same price for the 
standard gauge as the 3!¢-ft. gauge, the plan and all the di- 
mensions being the same in each case, except, necessarily, 
the cross measurements being 1414 in. wider in one case than 
in the other. This difference in the cross measurements 
would really add $50 to $75 to the cost of construction, and 
the difference in cost between one engine and the other would 
be measured by this amount.” 

Mr. W.S. Hudson, of the Rogers Locomotive Works, 
writes : 

‘*From our experience we can say confidently that it will 
cost more to build any size of engine (unless it may be the 
very smallest)* for the narrow than for the standard gauge. 
* * % We are ready to build any locomotive for any 
gauge at reasonable prices, and do not intend to convey the 
idea that we do rot desire to build engines for narrow 
gauges.” 

Mr. H. L. Leach, of the Hinkley Locomotive Works, 
writes: 

“f should rather build engines of the same power and 
capacity of the 4 ft. 89 in. gauge than of any gauge 
narrower. The cost of the extra material (in engines for 
the standard gauge) would be more than compensated by 
the greater convenience of putting together the engines of 
4 ft, 819 in. gauge.” . 

Mr. H. G. Brooks, President of 
motive Works, writes : 

‘For an engine of like class and equal capacity we should 
wake difference enough only to cover additional weight of 
material, which would be a very small amount indeed ; not 
enough to include in estimates on cost of building and 
equipping a road.” 

Messrs. Porter, Bell & Co., of Pittsburgh, who make 
a specialty of narrow-gauge and other light engines, 
write : 

“The difference in weight and cost and efficiency for 
different gauges of same cylinder and machinery, outside of 
cost of patterns, etc., is not much of an item in cost of an 
engine, and many other contingencies of building are likely 
to more than balance it.” 


It will thus be seen that those persons who have 
most experience in the design and construction of lo- 
and who build them for sale, and are 
therefore best qualified to judge of their relative cost, 
are unanimous in the opinion that the difference is 
not worth consideration, and two of those who have 
written on the subject say that narrow-gauge lo- 
comotives cost the most. If any projector of a new 
road has any doubt on the subject, he can readily con- 
vince himself simply by writing to the builders for 
prices. If the information is wanted so as to appear 
in the most forcible light, let him write first for prices 
for light standard-gauge engines, and after receiving 
the figures let him inquire how much reduction will 
be made if the gauge of the engines is altered to 3 
feet. 

The difference in weight of locomotives which is due 


the Brooks Loco- 


comotives, 


* Engines with — 3% in. diameter and 10 in. stroke with 
four 30 in. wheels have been built at these works for a 4 ft. 844 in. 
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to the gauge alone is variously estimated, at from 500 
to 1,000 lbs. The estimates, however, are, we fear, 
based on rather loose calculations. 

With reference to the weight and cost of cars, Mr. 
George C. Fish, President of the Wason Manufacturing 
Company, writes: 


‘On our regular standard cars+, the difference in weight 
and cost would be (between cars for wide and narrow gauge): 


Weight of passenger cars, 900 Ibs.; Cost........ ...seceeeeeseee $25 
a SG. Ie Ie ee sec eee 20 


In another Jetter the same gentleman wrote : 

** The cost would be the same of such cars as we proposed 
to build for you (for the standard gauge), if you conclude to 
have a 3 or 3!¢ ft. track, asin one case the cars would be 
sent from the works loaded at a rate by weight, and in case 
of being for a 4 ft. 8!¢ in. track they would go on their own 
wheels, costing us much less for transportation than the sav- 
ing on the width of trucks for a 4 ft. 814 in, track.” 

Mr. Barney, President of the Barney & Smith Manu- 
facturing Company, writes : 

“You ask us to state the difference in cost of narrow or 
8 ft. gauge rolling stock, and the same rolling stock fitted to 
run on standard or 4 ft. 814 in. gauge ere by widening 
the trucks. The increased weight of axles from increased 
length would be for the size used on narrow-gauge cars about 
30 lbs. each, or 200 Ibs. to a car. The increase of lumber 
would be 75 to 100 ft. for each car. Possibly it might be 
deemed best to increase the size of axles and timber on ac- 
count of increased lengths. We judge the entire cost of fit- 
ting narrow-gauge rolling stock to run on standard-gauge 
track by widening the truck when first building would not 
exceed ten dollars per car, including both freight and pas- 
senger cars,” 

It must be observed that these estimates are made 
for cars of the usual dimensions employed on narrow- 
gauge roads. These are long and narrow. If they 
were designed for a standard gauge, they could be 
made wider and in this way as much material be 
saved in the body of the car as must be added to the 
trucks to widen them. The difference in weight as it 
is given is very little, and would be a very small per- 
centage on the weight of the car loaded. 

The cost, too, of both locomotives and cars, as 
shown by Mr. Fish’s remarks, would be materially in- 
creased by the additional cost of shipment, and in most 
cases, as a matter of fact it, will be found that the cost 
of the narrow-gauge rolling stock when received on 
the road where it is to be used will be more than if it 
was made of the standard gauge. 

Owing to its length, it will be necessary to defer the 
conclusion of this article until next week. 


THE VANDERBILT STOCK SALE. 





Perhaps no event in the history of stock transactions 
has ever excited so much interest as the sale by Mr. 
Wm. H. Vanderbilt of 150,000 shares “ firm,” and the 
option for 100,000 more, of the stock of the New York 
Central & Hudson River Railroad Company at 120, toa 
syndicate of railroad financiers and New York and 
London bankers, the announcement of which was 
made just before we went to press last week. Although 
there has been no end to what has been said and written 
concerning this transaction during the past week, there 
is actually very little more known about it, its terms 
and its object, than was announced in the statement 
from the Evening Post which we copied last week. 
That is, there has been a sale on certain terms to cer- 
tain parties. The seller is to put no more on the 
market, except through this syndicate which bought, 
and the individuals in the syndicate have no con- 
trol of the stock or any part of it, but till the end of 
1880 it will be controlled absolutely by the syndicate, 
which will use its discretion as to the marketing of it. 
It seems to be assumed that it will be sold in London, 

As the leading men in this syndicate are the mana- 
gersof the ‘‘ Wabash combination,” and one of the 
terms of the sale is the admission of three Wabash, St. 
Louis & Pacific directors into the New York Central 
board, it was natural to suppose that the transaction 
involved a close connection hetween the two com- 
But so far as any facts have come to light, 
this is a pure assumption. Nothing that has been 
done so far gives the Wabash any control over the 
New York Central or the New York Central any con- 
trol overthe Wabash. There is nothing to prevent the 
New York Central's making special efforts to cultivate 
St. Louis and Southwestern traffic by way of other 
roads than the Wabash, and nothing to prevent the 
Wabash endeavoring to turn the whole of its traffic 
over the Erie or the Pennsylvania, except the interest 
its managers have in assuring good dividends on their 
share of the $25,000,000 of New York Central stock, 
which they may have no interest in three months from 
now. If they had become permanent owners of the 
stock, and were sure of retaining control of the Wa- 
bash, then we might feel sure that so far as they could 
control the direction of Wabash traffic east of Toledo, 
they would give it to the New York Central so long as 
its dividends would be preserved or increased thereby. 
But it is quite conceivable that it might be for their in- 
terest to give the traffic to some other trunk line. The 


panies. 


+ Such cars as are built at these works for narrow-gauge roads. 
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prospect is, judging from its success in the past period 
of depression, that the New York Central can 
continue to pay 8 percent. dividends without the 
Wabash traffic (which is not a very large fraction of 
the Central’s through traffic), and it is not probable 
that the Central will increase its rate of dividend, 
however prosperous it may be, but will rather, if there 
should be a large surplus for consecutive years, reduce 
its rates. Should this be true, then, even if there was 
absolute unity in the management of the two roads, 
that management might prefer to turn the Wabash 
traffic upon another trunk line, where it could be made 
profitable, rather than keep it on the New York Cen- 
tral, where it would not be needed. 

Nevertheless, doubtless, the impression is conveyed 
that the New York Central and the Wabash have been 
made permanent allies, and the market price of the 
stocks of both have been improved thereby. Very 
likely it was intended that this impression should be 
conveyed and this effect produced, The purchasers 
wish tomake the best price possible at which to sell their 
150,000 or 250,000 shares; moreover, they, or a part of 
them, have a still larger number of the shares of the 
Wabash and allied companies, which had already ad- 
vanced in price immensely within a year, but which 
they could not have sold in large quantities at those 
prices. A public impression that the fortunes of these 
companies are somehow involved with those of the 
always profitable New York Ventral will make it much 
easier to sell these stocks, which have not paid divi- 
dends heretofore, to investors. 

But even if there were a combination between the 
New York Central and the Wabash, the position of 
the latter would be very little changed. By far the 
greater part of its through traffic always has been 
interchanged with the Lake Shore and the New York 
Central, anc if it should be absolutely cut off from 
these, it could reach all the other trunk lines and not 
want for an outlet. It would probably get less west- 
bound traftic if absolutely cut off from the New York 
Central, because that road carries more than any of 
the other trunk lines; but as the great bulk of the 
traffic is east-bound, it could take away from the 
Central more than the Central could take from it. 
Doubtless the Central could do something by encourag- 
ing shipments by the Muncie line and via Chicago, 
but with the Yabasii commanding the lines across 
Missouri, it would not be able to make a very great 
diversion, 

But if there is no combination of railroads etfected— 
and there is no hint that there is—what then was the 
motive of the sale? With New York Central selling at 
130 and some $60,000,000 of other stocks which could 
be marketed better after this transaction, it is intelligi- 
ble that the syndicate should be willing to buy at 120, 
But what was Mr. Vanderbilt’s motive? None appears 
but a desire to realize at the highest price known be- 
fore this year on a portion of his immense holdings in 
this single railroad company. If we put ourselves in 
his place, we will not find it hard to make the transac- 
tion appear a prudent one. If the past six years have 
taught anything it is that railroad property is not an 
entirely stable one ; and though the uniform dividends 
of the New York Central may seem to have made an 
exception of that, yet it has not been proof against 
fluctuations in profits and still less against fluctuations 
in prices. He would be a bold man who would guar- 
antee that New York Central should not hereafter fall 
below 120, and bolder still would be he who should as- 
sume that this year of extraordinarily heavy traftic un- 
der circumstances which make it possible to obtain the 
current comparatively high rates will not be more 
profitable to the railroads than the average of future 
years. We do not believe that there is the least pros- 
pect that the rates which have been maintained with- 
out difficulty since August will become permanent. It 
is almost certain that grain will not come forward by 
rail at such rates when prices are low. It will go by 
the water routes, Although during the past three 
years a large part of the grain has been carried from 
Chicago to Buffalo for 114 to 2 cents per bushel, there 
is good reason to believe that the modern class of ves- 
sels—propellers with a barge in tow, of large capacity 
—have made some profits every year; for new ones 
have been built every year. The large profits made by 
vessels since July of this year greatly stimulate vessel 
construction, and there is sure to be enough tonnage 


thing like half the rates they have got this fall. Prepara- 
tions have been made to sow a vastly greater area with 
wheat than ever before, and, with simply a tolerable | 
crop, the next harvest will be much greater than the | 
last even. Then should there a fair crop in Europe, | 
instead of the failures of the past two years, wheat is | 
sure to be very, very Jow, and it will probably be quite | 
impossible for the railroads to get 30..cents per 100 Ibs, | 
from Chicago to New York, and very likely they | 
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would get very little of it even at 20 cents. The co- 
operation of the railroads does promise to put an end 
to the wretched policy which has so often during the 
past four years led them to carry vast quantities of grain 
at cost cr less than cost, but it is powerless to secure 
a profitable rate when the trade value of the freight 
will not bear it, and the lake vessels and canal boats can 
and will carry it at about half the bare cost on the rail- 
roads. Everything leads to the conclusion that, on the 
whole, there will never be any large profit in carrying 
through grain for export from the West. The roads 
which carry grain to lake ports or the leading Western 
markets can always make a profit on it and often a 
very considerable one; thence to the East the competi- 
tion of the water routes, except under exceptional cir- 
cumstances, and the market price of the grain abroad, 
will make the margin of profit to the railroads very 
narrow indeed, ‘This is so far true that it is not much 
to the greater grain crops of the West that the trunk 
lines can look for profits, but chiefly to the greater 
consumption of the West and growth of the live stock 
and provision traffic thence. 

But even with the great preponderance of the probabil- 
itiesin favor the New York Central’s being able hereafter 
to maintain at least its present rate of dividends, it is 
conceivable that Mr. Vanderbilt should prefer to limit 
his holdings to $80,000,000, or so, and put $25,000,000 
into sumething else and something different from 
railroads, The ordinary investor who has the trifle of 
a million or so can watch the signs of the times and 
change his investments at will. Not so Mr. Vander- 
bilt with more than $50,000,000 invested in a single 
railroad. He could sell very little in the open market 
without bringing down prices with a rush, especially 
if anything looked unfavorable at the time, Then, if 
he wished to sell, it was almost a necessity that he 
should sell in the way he has, and the best time for 
him would be when the signs were most favorable for 
great prosperity. 

It thus appears that the transaction can be accounted 
for rationally without assuming that it is anything 
more than it professes to be on its face—a simple sale 
of stock to parties who are admitted to representation 
in the directory of the corporation, as any owner of 
$15,000,000 to $25,000,000 out of a total of $89,000,000 
would be likely to be and ought to be. 

This, of course, does not exclude any agreement as to 
other matters; but it is not easy to see how there can 
be any secret contract for an alliance of the two rail- 
road companies. There might be a secret agreement 
to make a contract, but the contract itself would re- 
quire certain public acts. The probabilities are that 
things will go on pretty much as they have hitherto. 
The Wabash traffic will go east chiefly by the Lake 
Shore and the Canada Southern, as it always has, and 
east of Buffalo the New York Central will get most of 
it, but the Erie a share, just as heretofore. The New 
York Central will be just as eager as ever to get St. 
Louis and Southwestern traffic by way of Chicago, 
but will not make any special efforts to encourage new 
lines, such as the one under construction by way of 
Fremont and Muncie. 

Some have been so impressed by the transaction as 
to think, or at least to say, that by it Jay Gould se- 
cures a line under his own control from New York to 
Ogden. It would be of very little importance if this 
were true, The more distant the members of a great 
railroad system, the less close their connection with it, 
and the more necessary their connection with other 
systems. But we are at a loss to imagine by what pro- 
cess of reasoning it is found that the ownership of 
150,000, or even 250,000, shares of stock, temporarily in 
the possession of a syndicate of a number of men and 
banking institutions, which announces that it has 
| bought to sell again, can control 894,000 shares, more 
than 250,000 of which are owned by one man who has 
| always been supported by all the rest. If the New 
| York Central was in difficulties and compelled to pass 
| or largely reduce its dividends, it is quite conceivable 
that the holders outside of the Vanderbilt family might 
| combine to change the management. But its stock, 

like others that pay dividends regularly, is held chiefly 
| for investment, and so long as the holders receive divi- 
dends regularly the last thing they are likely to do is 
| to change the management, not to say to give it to the 
managers of other railroads that never paid any divi- 
| dends. 





to move all the grain if the vessels can average some- | 


| Record of New Railroad Construction. 


This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Burlington, Cedar Rapids & Northern.—The Muscatine 
Division is extended from Thornburg, to What 
Cheer, 5 miles, 

Bellaire & Southwestern.—Extended southwest to Woods 
field, O., 16 miles. Gauge, 3 feet. 

Utah & Pleasant Valley.—Extended to Pleasant 
Utah, 39 miles. Gauge, 3 feet 


la., west 


Valley, 








650 


Northwestern Grand 
Ind., westward 5 miles. 

Burlington & Northwestern.—Extended from Winfield, 
la., northwest to Crawfordsville, 8 miles. Gauge. 3 feet. 

Cincinnati & Kastern.—The Ohio River Branch has been 
extended from Ohio River Station to Blairville, O., 2 miles. 
Gauge, 3 feet. 

Kansas City, Lawrence & Southern.—This company’s 
Southern Kansas line is extended from Elk Falls, Kan., west 
to Grenola, 10 miles. 

Southern Minnesota,---Extended from Fulda, Minn., west- 
ward to Edgerton, 28 miles. 

This is a tota) of 118 miles of new railroad, making 3,263 
miles thus far this year, against 2,126 miles reported for 
the corresponding period in 1878, 1,964 in 1877, 2,158 in 
1876, 1,176 in 1875, 1,731 in 1874, 3,456 in 1878, and 6,559 


in 1872. 


nk,—Extended from Valparaiso, 


Tue STATEMENT OF NEW YORK CENTRAL FREIGHT TRAFFIC 
AND EARNINGS, which Mr. Depew submitted to the Assembly 
investigating Committee last week, is especially interesting 
because there has never before been any public statement 
of the amounts and earnings of through and local freight, 
etc., on this road. The results of the comparison between 
the fiscal years ending with September in 1878 and 1878, 
respectively, are striking enough. It appears that the 
through freight shipments from the city of New York, 
though they increased 17 per cent, in amount in the six 
years, yielded 18 per cent, less earnings, though in the latter 
year the rates were fully maintained by the pool. More- 
over, this freight yielded 16.7 percent. of the total freight 
earnings in 1872-78, but only 6.3 per cent. in 1877-78, and 
so now form but a very small proportion of the revenue of 
the road. The increase of 24¢ per cent. in the apportionment 
of the New York freight under the pool which it received 
some time ago on this basis would amount to less than $38,- 
000. 

The growth in the through shipments to New York, mean- 
while, has been at the amazing rate of 281 per cent., but the 
earnings from this freight have not quite doubled. In the 
earlier year they were 13.5 per cent. of the total freight 
earnings; in the later year no less than 24.1 per cent. 
In 1878 the through to New York earned but 
$665,000 more than the through from New York; 
in L878 it earned $8,127,000 more. More and more, there- 
fore, the east-bound freight has to pay the cost of the whole 
round trip of the train, as that freight increases very fast, 
the west-bound comparatively very slowly. 

Live stock is not included in the above; by far the larger 
part of it is thorough east-bound and the changes in the 
five years were an increase of 27% per cent. in the traffic 
and a decrease of 27 per cent. in the earnings from it. It 
yielded 11.5 per cent, of the freight earnings in 1878, and 
7.6 per cent. in 1878—a much less important item than most 
people bave thought, probably. 

What is as remarkable as anything is the great increase, 
in these five years of great business prostration, of 59 per 
cent. in tonnage of way freights, which is hard to account 
for except by a diversion of shipments from the canal and 
Hudson River, which are everywhere close to this road, and 
which it has been possible to effect only by great reductions 
in rates, rnaking them, doubtless, the lowest local rates known 
in this country, if not in the world. The increase of 59 per 
cent. in way-freight tonnage has brought an increase of 17 per 
cent. in the way-freight earnings. Tonnage, however, is not 
a measure of the traffic in this case, as it is in the others; for 
the average length of haul may have changed greatly in the 
five years. But, considering that the increase was, doubtless, 
largely in Western produce, etc., diverted from the water 
routes, it is probable that the length of haul has increased 
and not decreased, so that the increase of way tonnage- 
mileage has been more than 59 per cent. Way freights con- 
tributed 35.9 per cent. of the freight earnings in 1873 and 
87.6 in 1878, which is a very satisfactory showing, and 
shows that the railroad has had very good success in meeting 
the competition which affects its way traffic at nearly every 
station on its line. 


Tue GREAT WESTERN REPRESENTATIVES failed to con- 
clude any contract with Mr. Vanderbilt previous to their 
return to England. There was a good deal of time spent 
over the negotiations, but the parties could not agree, and 
it was charged that what had been promised by letter or 
telegram the parties were not willing to fulfill when they 
stood face to face. There isan agreement for a freight line 
over the Wabash and the Canada roads, but no agreement 
for any division of Southwestern traffic between the Great 
Western and the Canada Southern, This is a woful report 
for the Great Western directors to take back to the share- 
holders, to whom they had given every reason to hope that 
a permanent alliance with the Vanderbilt companies would 
be made. On the strength of this prospect it was that they 
justified their refusal to negotiate with the Grand 
Trunk. Their failure is likely to give a very great 
advantage to the Grand Trunk party, and cause a rev- 
olution in the Great Western directory and _ the 
eventual combination of that company with the Grand 
Trunk,which can hardly be called a natural alliance, and will 
not secure any connection for Southwestern traffic which is 
not now had, but will give a line to Chicago independent of 
the Michigan Central. But this Chicago connection will | 
utilize only about 119 miles of the 387 of the Great West- | 
ern which now carry its through traffic and have been put | 
into thorough condition for carrying that traffic, and will | 
not, by any means, be equal to the Michigan Central as a | 
Chicago connection. 
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that Colonel Grey, the Great Western President, will not | 
find them very agreeable. 
Should there be a positive break between the Great West- | 
ern and the New York Central, the first-named road will | 
not be the sole sufferer. The Great Western commands a 
very considerable traffic through its Detroit, Grand Haven | 
& Milwaukee line, and though neither it nor the Grand | 
Trunk can dispense with a connection east of Niagara River, 
yet they can make an alliance with the Erie, and, with the | 
through traffic which they would command by their Chicago 
and Milwaukee lines and the local traffic from the 1,600 
miles of road which they would own or control west of | 


Buffalo, they would be very valuable allies, 


LAKE AND CANAL NAVIGATION will close this week. A 
good many vessels left Chicago last Saturday and Sunday, | 
but very few since ; but propellers may clear all the week. 
The canal will not be closed till Saturday, but there have | 
been no clearances for New York since the 26th ult., we | 
believe. Ocean rates for the past week were pretty steady | 
until Wednesday at 6d. to 64d. per bushel for grain 
by steam to Liverpool, but Wednesday 54d. was} 
accepted, which is the lowest rate since summer. | 
The grain movement has become very light, cone) 
pared with what it had been since July, and lighter than | 
last year, though it compares favorably with other years. 
This affects rates materially, and at the present 40-cent rate | 
the railroads are getting very little grain, comparatively, | 
notwithstanding the close of navigation. There has been so | 
heavy a movement since July that large stocks have accumu- | 
lated at the sea-board and abroad; still the foreign demand is | 
such that there is every reason to believe that there will be | 
a heavy winter movement, though it may not begin before 
January. 





OCTOBER EXPORTS AND IMPORTS show an increase of 
more than a quarter in the imports and of one-third in the 
exports as compared with the corresponding month of 1878. 
The revival of the import makes it interest- 
ing to know by what ports they arrive, especially since the 
exports from Baltimore and Philadelpbia have become so | 
large. Only eight ports received as much as 1 per cent. of 
the total value of imports. Of these, New York had 66.1 per 
cent., and next come Boston with 7.5, San Francisco with 
6.7, Philadelphia with 4.75, and Oswego with 3.7, and only 
then Baltimore, with 3.1, though the value of Baltimore's 
exports was 10.6 per cent. of the whole, and more than six 
times the value of its imports. New York’s exports were 
42.6 per cent. of the whole and only, about one-sixth more 
in value than the imports. Baltimore stood next ; New Or- 
leans followed with 8.4 per cent., then Philadelphia with 6.8, 
Boston with 6.5, San Francisco with The five ports 
Norfolk, Charleston, Savannah, New Orleans and Gal- 
veston, which export hardly anything but cotton, exported 
22.4 per cent. of the whole. 


business 


5.5. 


THe Direct Exports FROM CHICAGO, as shown in Mr. 
Blanchard’s testimony last week for every year since they 
began, in 1871, have increased almost constantly, and in 
1878 were nearly twice as great as in 1877 even. They 
remain, however, buta small fraction of the total exports, 
even of Chicago products, last year there being 10,500,000 
bushels of grain exported directly from Chicago, against a 
total export of 175,000,000 from Atlantic ports and 105,- 
000,000 bushels shipped from Chicago. Grain formed but a 
small part of these direct exports until recently (they were 
chiefly provisions from the Chicago packing houses), but last 
year it made about one-half of the tonnage. For several 
years the Lake Shore took the lead in these export ship- 
ments, but last year, of the total, 20.1 per cent. went by the 
Fort Wayne road, 27.9 by the Michigan Central, 22.8 by 
the Lake Shore, 13.7 by the lake, 4.5 by the Pittsburgh, 
Cincinnati & St. Louis, and 2 per cent. by the Baltimore & 
Ohio. 





THE RocHESTER & State LINE RAILROAD seems to 
be ina bad way. It has never had any considerable traffic 
except in petroleum, which it brought to the New York Cen- 
tral from the Atlantic & Great Western. Now most of the 
petroleum is produced in the Bradford district east of the 
Atlantic & Great Western, and the rates are such and 
promise to continue to be such, that there can be little, if 
any, profit in carrying it by rail to thesea-board. Mr. Van- 
derbilt owns, or did own, a majority of the stock, but the | 
city of Rochester contests the validity of the stock, and | 
whether valid or not, it promises to be worth nothing, as the 
earnings are said to lack much of equaling the interest on the | 
funded debts. At the recent election, Mr. Vanderbilt re-| 





fused to vote on his stock, and he is not represented in the 
present board. 


THE SHIPMENTS BY RAIL FROM NEW YorK have been extra- | 
ordinarily large for the past three months—from one-fourth | 
to one-third more than for the corresponding months in 1878 
and 1877, aside from the shipments of iron, ete., which were | 
made a new class last September, and which were scarcely 
shipped at all by rail before this year. This special class 
has supplied a very large amount of freight since September | 
—more than an eighth of the entire shipments. 


THe OrriciaL RatLway GUIDE removes from Phila- | 
delphia to New York and will be published henceforth at | 
No. 46 Bond street. 





Mr. Vanderbilt’s Explanation. 


The New York Tribune of Noy. 28 published the following 
report of an interview with Mr. William H. Vanderbilt con- 


Some interesting speeches may be expected at the next | cerning his great sale of New York Central stock: 


Great Western and Grand Trunk meetings, and we imagine 
. 


William H. Vanderbilt was visited last evening by a 7'rib- | stockholders. 


| ing public opinion. , 
| have private ends to serve to starta feeling or a public preju- 
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une reporter at his residence at Fifth avenue and Fortieth 
street. Mr. Vanderbilt came into the reception-room having 
in his hand a number of business memoranda, and looking 
like a manof many business cares. He appeared to be in 
excellent health and spirits, and. even to carry his shoulders 
asif he realized that an enormous weight of responsibility 
had been newly transferred from them to holders of New 
York Central stock outside his own family. 

‘“* Well, what have we now 7?” he asked in cordial tones as 
he entered the room. 

“The Tribune would be very glad, Mr. Vanderbilt, to pub- 
lish any information you may choose to give concerning your 
sale of Central stock to a syndicate,” replied the reporter. 

‘‘T have just beard of it myself,” he said, smiling, as he 
motioned his visitor to a seat. ‘‘ When I came home to din- 
ner I read of the fact in an evening paper.” 

‘We had intelligence before noon of the consummation of 
the sale.” 

“Then vou knew of it long before I did. No, I cannot 
give youany particulars about the sale. The negotiations were 
entirely in the hunds of Junius 8S. Morgan & Co., of London, 
and Drexel, Morgan & Co., of New York. It is from them 
that the details of the sale must come.” 

‘* May L ask, as a matter of much public interest, what 
line of policy ne ony you to make this sale ?” 

‘“*T don’t know what to say of it as a matter of policy. | 
did feel that it would be better for New York city, and 
when I say that I mean better for the New York Cential 
and for me; for we depend for our prosperity on the city, 
and the city needs the New York Central. A public senti- 
ment has been growing up opposed to the control of such 
a great property by asingle man or a single family. It 
says we rule by might. We certainly have controlled 
this property by right. Butno matter, this public feeling 
exists. Weare charged with controlling legislatures; with 
using our power in a manner injurious to the interests of this 
great city, as if it were not absurd to suppose that we could 
hope to better ourselves by working against New York 
merchants. Another object: there was an antagonistic 
railway interest which was seeking alliances in other direc 
tions. I believed it would be better, at the same time, 
to harmonize this interest with the New York Central, and 
all tnus work together in the interest of the city of New 
York. It can no longer be said that I am the owner of the 
New York Central. I have disposed of less than half of my 
interest, but it now rests with the stockholders to say who 
shall be at the head of the management of their affairs. 
Perhaps enough stockholders will send me their proxies to 


keep me where I am now, and perhaps not. There 
is a great public outcry against one - man _ power. 
But in reality it is the only efficient power in 


great affairs like the management of a great newspaper 
or a great railroad, as in almost everything else, provided, 
of course, that you have the right kind of a man to wield the 
one-man power. If you haven’t the right man, it is all 
wrong. When I owned a controlling interest in the road, I 
could serve the interests of the other stockholders no better 
than I can now, for in doing most for them I do most for 
myself. I am glad to be relieved personally of the responsi 
bility of the means employed to protect such a great prop- 
erty as the New York Geairal People have and might 
call me grasping, whatever the facts in the case, when to 
protect the New York Central, which was principally my 
property, [ had to obtain control of lines of railroad con- 
necting the New York Central with the West, such as the 
Lake Shore & Michigan Southern, che Canada Southern and 
the Michigan Certral. It was necessary for me to make 
these roads a part of the New York Central system to pre- 
vent their passing under the control of a_ railroad 
combination which would have used them in a way 
prejudicial to the New York Central’s best inter- 
ests. I knew that this combination was negotiating for 
an outlet for its system of railroads, either by way of the 
Pennsylvania Railroad to Philadelphia, or by way of the 
Baltimore & Ohio to Baltimore. tt was a choice between 
continuing the competition for Western connections and 
making its members my friends. I thought it wise to do the 
latter. A number of gentlemen interested in this combina- 
tion have now come into the New York Central Company. 
The two systems will now work together harmoniously and 
will strengthen one another. This is one of the greatest 
events possible for the good of New York and for the New 
York Central. These gentlemen live in New York; they 
control great interests, and whatever the management of 
the New York Central and its connections may be in the 
future, they will continue to be subservient to the commer- 
cial interests of New York.” - 

‘* Am I to infer that the first overture for the sale came 
from you ?” 

‘My proposition was placed in writing within the last 
forty-eight hours, and sent to the bankers who made the 
negotiation last evening. I am told that there was not 
enough of it to go round to all that wanted a share in the 
syndicate, and that it was taken up in lots of a million and 
half a million. It is to be placed, as I understand, for the 
most part in London. 

“What price does the syndicate pay /” 

“For such information I must refer you to the bankers 
who negotiated the sale.” 

**Do you anticipate a rise in the stock ?”’ 

‘Yes, [think it must advance. I consider New York 
Central & Hudson River stock worth 150. The Central & 
Lake Shore have enough trade directly tributary to them to 
support them on a paying basis, and if the Wabash com 
bination had even formed a connection with Baltimore or 
Philadelphia and sent their business the other way, the Lake 
Shore and Central could have stood it.” 

‘Have you any regret at allowing the absolute control of 
New York Central to pass out of your family ?”’ 

“IT think it will be better for the Central to have the stock 
more widely distributed ; and as for myself, I had to yield to 
public sentiment. There is nouse attempting to resist grow- 
Itis very easy for a few persons who 


dice by a skillful use of circulars, newspaper items, meetings 
and committees. They have used my principal ownership 
of New York Central as a starting-point for a cry against the 
pres of somuch property being controlled by one man. 

have distributed the power I held, and let us see if they will 
be better satisfied. 1 believe that, under the circumstances,. 
I have done right, and that the public will say I have acted 
wisely.” 

** Another thing,” added Mr. Vanderbilt: ‘This railroad 
committee means a Railroad Commission to control the rail- 
roads of this state. This committee is composed of smart 
men, and I believe of honest men; but they don’t see the 
secret purposes of the men who stand behind them and have 
been most active in urging the investigation forward. As 
I said, what these men intend is a Railroad Commission. 
And with a commission of politicians, what kind of a posi- 
tion would I be placed in, supposing I retained the control- 
ling ownership of the New York Central? Why, either I 
must own the commission or-the commission would own me. 
When such a thing impends, the best course a man can pursue 
is to withdraw and go into something else. 

‘** As to my retaining the management of the Central,” he 
continued, *‘ it will depend hereafter on the free will of the 
I have always received the proxies of those 
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holding the stock which was not under my own control.| Kent geen | 


But it might be said, perhaps, that they sent me their proxies 
to keep my good will, or that they knew it would useless 
to adopt any other course. They might have done this, and, 


at the same time, have thought that the affairs of the com- | 


pany were not being administered in the best manner. All 
this is changed now, and Iam disposed to think that it is 
for the best interests of all concerned.” 


General Qailroad Wews. 
MEETINGS AND ANNOUNCEMENTS. 
Meetings. 

Meetings will be held as follows : 


Boston d& Maine, annual meeting, in Lawrence, Mass., 
Dec, 10. 


New York, Providence & Boston, annual meeting, in 
Providence, R. I., Der. 10. 
Colorado Central, annual meeting, in Golden, Col., 
Dec, 20. 
Dividends. 


Dividends have been declared as follows: 

Eastern, in New Hampshire (leased to Eastern, of Massa- 
chusetts), 214 per cent., semi-annual, pavable Dec. 15. 

lowa Falls & Sioux City (leased to Tihnois Central), 1 per 
cent., quarterly, payable Dec. 1. 

Foreclosure Sales. 

The Mereer & Somerset road was sold in Trenton, N. J., 
Nov. 28, under foreclosure of mortgage, and bought for 
$50,000 for account of the Pennsylvania Railroad Company, 
which holds all of the bonds. The road extends from Somer- 
set Junction, N. J., to East Millstone, 2244 miles, and has 
always been worked by the Pennsylvania. 

The Vicksburg, Shreveport & Texas road, was sold under 
foreclosure in New Orleans, Dec, 1, and bought by Henry 
R. Jackson in trust for the bondholders for $60,000 subject 
to a lien of $294,000, with interest from April 13, 1875. 
The road is completed from Delta, La., on the Mississippi 
opposite Vicksburg, west to Monroe, 73 miles; a section of 
20 miles from Shreveport to the Texas line was also built 
under this company’s charter and is worked by the Texas & 
Pacific. The road was sold in 1866 to John F. Ludeling and 
others, who organized the North Louisiana & Texas Com- 
pany, but the sale was afterward set aside as fraudulent by 
the United States Supreme Court. That Court, however, 
allowed the company an equitable lien for improvements 
made while it was in possession, and the amount was after- 
ward fixed at $294,000, as above. The bonds are mainly 
held in the South. 

The Atlantic & Great Western road is to be sold in 
Akron, O., Jan. 6, 1880, under the concurrent decrees lately 
granted. 


ELECTIONS AND APPOINTMENTS. 


Boston & Albany.—Mr. Wm. T. Ingraham has been ap- 
pointed Agent at East Albany, in place of George H. Pen- 
field, resigned. 


Burlington, Cedar Rapids & Northern.—The followin 
circular from Vice-President and General Manager E. F. 
Winslow is dated Cedar Rapids, Ia., Nov. 28: 

“The undersigned gives up the personal direction of 
affairs here, retaining for the present official connection with 
this railway. The following appointments, to take effect 
Dec. 1, are announced: C. J. Ives, General Superintendent. 
Reports and communications heretofore sent to the General 
Manager, will be sent through or to the General Superin- 
tendent. A. L. Mohler, General Freight Agent; B. F. Mills, 
General Passenger and Ticket Agent; W. P. Clark, Chief 
Engineer; L. A. Bein, Train Dispatcher. No other changes 
are made, and officers and employés will be sovernnl ty 
this circular order.” 

Mr. lves has been heretofore Superintendent, Freight and 
Passenger Agent, with Mr. Mohter as Assistant in the 
Freight and Mr. Mills in the Passenger Department. As 
heretofore announced, General Winslow comes to New York 
as General Manager of the Manhattan Elevated lines, 


Capac d& Northern.—The officers of this company are : 
President, Charles B. Peck, Port Huron, Mich. ; Vice-Presi- 
dent, D. C. Walker, Capac, Mich. ; Secretary, Charles R. 
Brown, Port Huron, Mich. ; Treasurer, John McMahon, 
Marlette, Michigan. 


Charlotte, Columbia & Augusta.—The board of directors 
has chosen Judge A. C. Haskell President, in place of Col. 
Jobn B. Palmer, resigned. Judge Haskell is an Associate 
Justice of the South Carolina Supreme Court. ° 


Chicago, Burlington & Quincy.—Mr. Thomas J. Potter, 
General Superintendent, has been appointed Assistant Gen- 
eral Manager, with office in Chicago, dating from Dec. 1, 
For the present Mr. Potter will continue to act also as 
General Superintendent. 


Chicago, Milwaukee & St. Paul.—Mr. W. C. Van Horne, it 
is stated, will assume the position of General Superintendent, 
succeeding Mr. John C. Gault, whose title was Assistant 
General Manager. Mr. Van Horne has been General Super- 
intendent of the St. Louis, Kansas City & Northern, Gen- 
eral Manager of the Southern Minnesota, and is now Gen- 
eral Superintendent of the Chicago & Alton. 


Chicago, St. Paul & Minneapolis.—The following circular 
is dated Nov, 25: 

**Mr. Hugh Spencer is hereby appointed Assistant Super- 
intendent of the Chicago, St. Paul & Minneapolis, and the 
North Wisconsin railways. 

“Mr. J. L. Ritter is appointed Train Dispatcher. Said 
appointments to take effect Dec, 1. 1879.” 


Connecticut Western.—The new board has unanimously 
reélected the old officers, as follows: President, C, J. Camp; 
Vice-President, Charles T. Hillyer: Treasurer, William L. 
Gilbert; Secretary, E. R. Beardsley; Superintendent, John 
F. Jones; Executive Committee, T. M. Allyn, A. H. Holley 
and Lent B. Merriam. 


Corpus Christi, San Diego & Rio Grande,—At the annual 
meeting in Corpus Christi, Tex., Nov. 2, the following di- 
rectors were chosen: R. King, M. Kenedy, P. Doddridge, A. 
M. Davis, U. Lott, J. B. Mitchell, Ed. Buckley, E. D. Sid- 
bury, bP. Hoffman, George French, N. G. Collins, George 
Reynolds, J. 8. McCampbell. 


Denver & Rio Grande.—At the annual meeting in Colo- 
rado Springs, Col., Nov. 28, the old directors were reélected, 
as follows: W. A. Bell, Colorado Springs; W. J. Palmer, C. 
F. Woerischoffer, Jay Gould, Russell Sage, New York. 


Grayville & Mattoon.—The officers are: H. L. Morrill, Re- 
ceiver; C. §. Anthony, Auditor: C. H. Goodrich, Traffic 
Clerk: C. H. Cory, Master Mechanic and Acting Superinten- 
dent. Offices at Mattoon, Lilinois. 5 


Kansas City & Eastern.—Mr. J. Iymson has been ap- 
pointed Superintendent, in place of G. W. Vaughan, re- 
signed, 








.—Mr. C. M. Hurley has been appointed 

Secretary and Treasurer, in place of Howard Spear. 
resigned. 

Lock Haven & Clearfield.—The officers of this new com- 

: President, B. Roberts; Directors, J. N. 


are 
Dubacry, John P. Green, Strickland Kneass, Wistar Morris, 
N. P. Shortridge, Edmund Smith. 


Louisville, Cincinnati & Lexington.—Mr. Wm. Mahl is ap- 
pointed General Superintendent, in place of John McLeod 
resigned. Mr. Mahl has been Auditor for several years, an 
for a time held the same position on the Texas Pacific, 
His first service was as a youth on the Louisville & Nash- 
ville, and he is an exceptionally well-informed railroad 
man. 

Naugatuck,—The new board has reélected the old officers 
as follows: President, E. F. Bishop, Bri rt, Conn.; Sec- 
re and Treasurer, Horace Nichols, Bridgeport, Conn. ; 
Superintendent, George - Beach, Waterbury, Conn. ; 
Auditor, Samuel Wilmot, Bridgeport, Connecticut. 


New Castle and Franklin.—Mr. W. H. Brunt has been 
appointed Auditor, in Place of J. M. Power, resigned. 


New York Central d& Hudson River.—At a meeting of the 
board held Nov. 28, Messrs. J. Pierpont Morgan nom Cyrus 
W. Field were chosen directors in place of John E. Burrill 
and Joseph Harker, resigned. 


Painesville & Youngstown.—The officers of this road are 
now as follows: Christopher Meyer, President ; Miles R. 
Martin, Vice-President and General Manager ; Augustus B. 
Cornell, Secretary ; Ralph K. Paige, Treasurer ; J. A. New- 
ae ag Superintendent of Transportation. Offices at Paines- 
ville, Ohio. 


Providence & Springfield.—At the annual meeting in 
Providence, os . 8, the following directors were 
chosen: Albert L, Sayles, Horace A. Kimble, James [. In- 
man, Sidney Dillon, John L. Ross, Edward Pearce, Jr. 


Richmond, Fredericksburg d& Potomac.—At the annual 
meeting in Richmond, Va., Nov. 19, Judge Robert Ould was 
reélected President, and the following directors chosen: 
Charles Chauncey, A. Sidney Biddle, Isaac H. Carrington, 
John 8. Blackburn. Dr. L. B, Anderson was announced as 
director on the part of the state of Virginia. The stock- 
holders also elected the following Committee of Examina- 
tion: Charles F. M. Garnett, James Hunter, John R. Bay- 
lor, E. Y. Cannon, Charles Ellis. 


Rochester d& State Line.—At the annual meeting in New 
York, Nov. 29, the following directors were chosen: J. 8. 
Waterman, M. F. Reynolds, Edward Harris, E. B. Chace, 
George Fleckenstein, D. D. 8. Brown, Thomas Brown, Jr., 
Oliver Allen, D, McNaughton, John R. Olmsted, Augustus 
Frank, William Bristol, Allan D. Scott. The following ofti- 
cers were elected: Oliver Allen, President; D. D. 8. Brown, 
Vice-President; D. McNaughton, Secretary and Treasurer ; 
J. E. Childs, Superintendent and Engineer. 

The following special committee was appointed to confer 
with the towns in relation to the exchange of town bonds 
for stock as provided in the Taylor contract: E. B. Chace, 
George Fleckenstein, Oliver Allen, William Bristol, D. Me- 
Naughton. 

There is an important change in the board, the Vander- 
bilt directors and officers retiring, and being replaced by 
the former directors. The officers in immediate charge of 
a are not changed. The Vanderbilt stock was not 
voted on. 


Savannah, Florida d& Western.—This com ny has been 
organized as successor to the Atlantic & Gulf, with the fol- 
lowing corporators and directors: Henry B. Plant, W. 8. 
Chisholm, ann M. Norwood, J. H. Estell, George H. Til- 
ley, J. Cronin, D. A. Adams, H. 8. Haines, Robert Falli- 
gant, R. W. Woodbridge. The board has elected Henry B. 

lant President; George H. Tilley, Secretary; H. 8. Haines, 
General Superintendent. 

Mr. Haines, who has managed the road with ability and 
success for a number of years, is thus continued in charge. 


Syracuse, Binghamton d& New York,.—At the annual 
meeting in Binghamton, N. Y., Dec, 3, the following direct- 
ors were chosen: Samuel Sloan, William E, Dodge, George 
Bulkley, Uriel A. Murdock, E. F. Holden, Frederick F. 
Chambers, W. K. Niver, Mos2s Taylur, Percy R. Pyne, 
George Bliss, John Brisbin, F. H. Gibbens, Benjamin G. 
Clarke. The road is controlled by the Delaware, Lacka- 
wanna & Western. 


PERSONAL. 


—Mr. W. H. Barnes, for 12 years past Civil Engineer of 
the Connecticut River road, has resigned to accept a posi- 
tion on the Chicago & Western Michigan road. 

—Mr. John McLeod has resigned his position as General 
Superintendent of the Louisville, Cincinnati & Lexington 
road, He has been in charge of the road nearly four years, 
coming to it as General Superintendent, afterward succeeding 
his father, the late George McLeod, as Receiver,and becomin 
Genera] Superintendent again when the road was sold ond 
the present company formed. He was, before taking charge 
of this road, Chief Engineer and Superintendent of the 
Louisville, Paducah& Southwestern. 

—Mr. Wm. Mahl, who succeeds Mr. John MacLeod, as 
General Superintendent of the Louisville, Cincinnati & 
Lexington, although a young man has been in railroad ser- 
vice for ubout twenty years. At one time he was probably 
the youngest auditor in the country, being appointed to that 
position in his 28rd year. He isa close student and fully 
conversant with the details that pertain to the operating of 
a railroad. For two years he was connected with the Texas 
& Pacific Railway, serving that company in trusted posi- 
tions, but returned to the Louisville, Cincinnati & Lexing- 
ton when it was placed in tre hands of a Receiver. 

—Mr. Myron E. Brown shot himself through the head with 
a revolver at his residence in Buffalo, N. Nov. 28, and 
died almost imm :diately. 
was born in Schenectady, N. Y., and first began work as a 
trackman on the old Albany & Schenectady road. After- 
wards he learned the machinist’s trade in the Schenectady 
Locomotive Works, and about 1853 went to Buffalo where 
he was employed as a locomotive engineer on the New York 
Central and afterward on the Erie. On the latter road he 
was soon promoted to be Master Mechanic of the Buffalo 
Division, and after nearly 20 years’ service in that position 
he was appointed General ster Mechanic of the road. 





When the present Erie management came in, Mr. Brown was | 


retired, but was given the position of Superintendent of the 
Rochester Division. A little over two years ago he resigned 
and went to Joliet, Lil., as Superintendent of Trains on the 
Michigan Central. Last summer he returned to Buffalo, 


and, after a short rest, went back to his old occupation and | 


ran a locomotive on the Central again. A few weeks since 
he accepted the position of Superintendent of the new Gil- 


bert Car Works in Buffalo, but resigned a week since, find- | 


ing the work too heavy for him. It is thought that his sui- 
cide was the result of depression, caused by bad luck in busi- 
ness, worry and over-exertion, 


Mr. Brown was 52 years old; he | 











Railroad Earnings. 


The following are reports to the State Engineer of New 
York for the year ending Sept. 30, 1879: 


Earnings. Expenses. Net earn. 
Albany & Susquehanna ....... $1,218,237 $659,960 $558,268 
Clove Branch ............. ..- 19,2 14,757 4,553 
Elmira State Line ..... ....... 362,702 547 166,155 
Newburg, Dutchess & Connec- 

DUNE bo sca usowbeg von uutd Geetd 164,490 145,948 18,547 
New York & Canada..... . .. 425,010 207,507 127,503 
New York & Oswego Midland,. 423,592 487.778 *64,186 
Ontario Southern... .......... 29,249 35,005 *5,756 
Ogdensburg & Lake Cham- 

| pete Sper 472,172 367,782 104,390 
Rensselaer & Saratoga ........ 1,486,457 809,671 676,786 
Rome & Clinton ............... 26,198 20,020 5.278 
Rome, Watertown & Ogdens- 

ee a ae ,113,5 834,640 278,648 
Syracuse, Geneva & Corning... 349,967 223,546 126,421 


~ * Deficit. 
Other earnings are reported as follows: 
Ten months ending Oct, 31: 





1879. 1878. Ine. or Dec. P.c. 
Houston & Tex. Cent.. $2,393,648 $2,132,285 I. $261,363 12.3 

Net earnings ........ 945,212 695,726 1. 249,486 35.9 

Month of September: 

Grand Trunk ....... .. £168,522 £150,349 1. £9,173 5.8 

Net earnings......... 51,961 45,380 I. 6,581 14.5 
Del. & Hudson Canal 

Co., leased lines. .. $494,487 $388,175 1. $106,312 27.4 

Net earnings......... 215,692 177,862 I. 37,830 21.3 

Month of October: 

Alabama Gt, Southern, $46,046 17,202 I, $28,844 167.7 
At. & Gt. Western .... 468,930 302,768 |. 76171 10.4 
Boston & N. Y. Air 

NN iasniak eo ncn : 23,960 ats 

Net earnings ........ 13,876 es - 
Col , Chi, & Ind. Cent.. S44.090 —.cccese eeee 

Net earnings ........ le PTET pets 
Houston & Tex. Cent.. 406,504 426,832 4.7 

Second week in November : 

Flint & Pere Mar- 
ET Se 27,470 $23,793 1. $3,677 15.4 
Minneapolis & St. L 12,216 6,651 1 5,565 83.7 
Third week in November : 
Atchison, Topeka & 

Santa Fe : $148,500 $121,750 I 26,750 22.0 
Chi. & Eastern Ill .... 21,364 19,895 I 1,469 7.4 
Chi., Mil. & St. Paul. 251,000 191775 1. 59.225 30.9 
St, Louis, Iron Mt, & 

ye er Pr 181,500 126,194 1, 55.306 43.9 

Week ending Nov. 21: 

Great Western $100,731 $73,873 1. $26,858 36.5 


Week ending Nov, 22: 


Grand Trunk .... 2 


$190,045 $185,661 |. $13,584 7.2 
Erie Canal. 
The business of the Erie Canal at Buffalo 


from the open- 
ing up to Noy, 30 was as follows: 


1879. 1878. Ine, or Dee. P.c. 
Boats cleared... —— > 9,027 D. 351 3.9 
Tolls received.............+. $591,535 $628,373 D. $36,838 5.9 
Average receipts perday ... 2,858 2,732 I. 126 4.6 


The canal opened May 8 in 1879, and April 15 in 1878, 
giving 23 days more of navigation last year. The canal has 
been slightly blocked by ice one or two days last week, but 
is still clear, It is to be closed next Saturday. 


Coal Movement, 


Coal tonnages are reported as follows for the week ending 
Nov ov. 
+ ws 


1879. 1878 Increase. P.c. 
Anthracite po Saanekin . 577,139 530,560 46,570 8.8 
Semi-bituminous....... .» 95,015 siee py 
Bituminous, Pennsylvania..,. 44,040 


Coke, Pennsylvania.... 28,425 ee ; ogee 

The anthracite companies have made another general ad- 
vance of 25 cents per ton at tide-water. Prices for coal 
shipped westward have also been raised, Shipments west 
this year are unusually large. 


Cotton, 

Receipts for the first three months of this crop year, from 
Sept. 1 to Nov, 28, have been: 

1879. 1878. 1877. 1876. 1875. 
Bales.......2,134,908 1,730,934 1,499,517 1,845,065 1,500,085 

The movement this year is extraordinary, considering 
that the crop is estimated to be smaller rather than larger 
than last year. 

The exports for the same period have been 1,147,695 _ 
bales this year against 854,119 last year, an increase of 
293,576 bales, or 34.4 per cent, 

Grain Movement, 

For the week ending Nov. 22, receipts and shipments of 

rain of all kinds at the eight reporting Northwestern mar- 

ets and receipts at the Atlantic ports have been, in bushels, 
for the past seven years; 





North Northwestern shipments. 
western P. c, Atlantic 
receipts. Total, By rail. by rail, receipts. 
. 2,159,083 2,776,144 385,890 13.9 2,047,354 
2, 2227 849 1,042,635 278, 362 26.7 4,077,044 
.-. 3,276,420 2,376,015 876,901 36.0 4,057,145 
-». 2,855,645 2,079,746 1,272,753 47.5 4,520, 808 
1877 . 5,624,676 2,717,945 461,569 17.0 5,780,879 
Se 4,210,805 2,782,072 689,150 24.8 5,640,859 
1870 . 3,540,174 3,476,939 594,979 17.1 5,850,402 


There is a further decrease in the receipts of Northwestern 
markets, which have been smaller but once since April, and 
smaller than in the corresponding week for two years pre 
vious. There was a conailasehie increase in the total ship 
ments of these markets, but a very large decrease in ship- 
ments by rail, indicating that the grain does not come for- 
ward freely at the 40 cent. rate. 

The lake shipments were very large for the season. 

Compared with the previous week, there was a small in- 
crease in the receipts of Atlantic ports, an extraordinary 
prapertion of which was received at New York and Boston. 
New York’s receipts were the largest for six weeks, and Bos 
ton’s for 14 weeks; but Montreal’s, the smallest since April 
(it will receive very little now until navigation opens in the 
spring), while Hepa smely are the smallest of the whole 
year, and Baltimore’s have been smaller but one week this 

ear. 
. Of the receipts of Northwestern markets, 43.1 per cent. 
went to Chicago, 18 to Milwaukee, 13.1 to St. Louis, 7.7 to 
Peoria, 6.8 to ‘loledo, 5 to Duluth, 4.4 to Detroit and 1.9 per 
cent. to Cleveland. 

Of the receipts at Atlantic ports, New York received 68.9 
per cent: Boston, 11.4; Baltimore, 8.8; Philadelphia, 5.6; 
New Orleans, 3.8; Montreal, 1.7, and Portland, 0.4 per cent. 

Buffalo receipts up to Nov. 30 were as follows, flour in 
barrels and grain in bushels: 


-Flour.- -— irain 
1879 1878. 1870 1878 
By lake. -ee» 909,804 898.865 72,602,805 76,020,435 
ay Gives bsvske 1,112,900 674,500 37,946,200 26,938,800 
Total 2,022,794 1,573,365 110,549,093 103,807 
Rail receipts were 55.0 per cent. of the flour, and 34.5 per 
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cent. of the grain, against 42.9 per cent. of the flour and 25.9 
per cent. of the grain last year. Shipments eastward of 
grain received by lake were: 











1879. 1878. Decre oe 
By canal, bushels..... 54,118,229 58,735,500 4,617,271 7.9 
A PR Peer 14,981,255 17,834,363 2,855,108 16.0 
hall; ...cipennoesee 69,009,484 76,569,863 7,470,379 9.8 
Per cent. by rail........ 21.7 24.3 16 6.9 
The canal opened May 8 this year, and Anat 15 last year. 
Baltimore receipts for November were as follows: 
1879, 1878. Inc, or Dec. P, ¢c. 
Flour, barrels,..... 108,828 125,704 D. 16,876 13.4 
Wheat, bushels... 2,107,884 2,636,486 D. 528,602 20,0 
EP BS 954,204 752,401 I. 201,803 26.8 
Other grain........ 168,151 115,206 iT, 52.945 46.0 
Total grain...... 3,230,239 3,504,003 D. 273,854 7.8 
Total,four reduced 
to wheat......... 3,774,379 4,132,613 D. 358.234 8.7 


The receipts show a decrease for the first time in many 
months. For the eleven months ending Nov. 30 the receipts 
were as follows, flour being reduced to wheat in the totals: 


1879. 1878, Inc. or Dec. P.c. 
Flour, barrels...... 1,177,171 1,273,885 OD. 06,714 7.6 
Grain, bushels..... 55,644,882 38,528,826 I. 17,116,056 44.4 





Total, bushels... 61,530,787 44,898,251 1. 16,632,486 37.0 

November exports were 36,744 barrels and 5,878 sacks of 
flour and 8,699,642 bushels of in. 

For the week ending Dec. 2 y), receipts and ship- 
ments at Chicago and Milwaukee were, in bushels: 





Shipments. 
Chicago 1,336,931 
Milwaukee.,.... 173,700 
Total «isc inwthsasdsisisercnars 2,756,958 1,510,631 


For the same week Buffalo receipts were 1,665,870 bushels 
by lake and 229,700 by rail; shipments, 101,837 bushels by 
canal and 615,662 by rail. 

For the same week, ending Dec. 2, the previous week and 
the corresponding week last year, receipts at the four leading 
Atlantic ports were, in bushels: 














- —~Week ending -—— —-- 
Dee. 2, Nov, 25, Dee. 3, 
1879, 1879). 1878, 

Mow Tout... «chs ss¥nsibovcss (689,526 3,694,930 3,272,210 
Baltimore den 722,586 474,404 917,615 
Philadelphia...... 315,425 257,700 571,800 
ODROW i aide 5's 0 cde V3 Reo bce ses 245,218 447,069 150,503 
The four ports........... 3,972,555 4,874,702 4,912,128 


New York and Boston show a decrease, Baltimore and 
Philadelphia an increase over previous week; all the ports 
but Boston a decrease from last year, New York receipts 
were 67.7 per cent, of the total, against 75.8 per cent. for 
the pees week, and 66.6 per cent. for the corresponding 
week last year, Of the New York receipts for the week, 
703,980 bushels—29.5 per cent.—were by rail. 


West-Bound Classification. 


Circular No, 289, from Commissioner Albert Fink, 
announces that the trunk lines have made the fol- 
lowing changes of classification, which went into effect 
Dec. 2: Instead of “roofing iron,” which has been in 
the third class, corrugated iron in boxes or crates is put in 
the second class, when loose, in less than car-load lots, is 
made third-class, and in ear-load lots of 20,000 Ibs, is made 
fourth class. Additions to the classification are iron cor- 
nices in car-loads, fourth-class; the same in crates or boxes 
and less than a_ car-load, first-class ; the same loose, at 
owner’s risk, double first-class rates; and the same when too 
large to put in a box car, also at owner’s risk, four times 
first-class rates. 

It has also been agred to exact prepayment to destination 
for returning empty egg-carriers. 


HEAP. 





THE SCRAP 
Railroad Kquipment Notes. 


H. K. Porter & Co., at bayer ng have lately delivered 
six light engines, two going to Ohio, one to a logging road 
in pahigne, one to Florida, one to Mississippi and one to 
Colorado, 

The St. Charles (Mo.) Manufacturing Co, is buildin 
box cars for the St. Louis, Keo! Northwestern road, 

McKee & Fuller, of the Lehigh Car-Wheel Works, at Cata- 
saugua, Pa., are building two new cupolas, They have 
eedees for a large number of wheels, including 400 to go to 

tuba. 

The Brooks Locomotive Works, at Dunkirk, N. Y., are to 
build eight heavy ay > engines, with 18 by 24 in. cylin- 
ders, for the Indiana, Bloomi n & Western road. 

The Terre Haute (Ind.) Car Works are building 400 freight 
cars for the Columbus & Sunday Creek Valley road. 


Iron and Manufacturing Notes, 


Mr. Andrew Kloman, at Pittsburgh, has contracts to fur- 
nish 5,000 tons of 40-Ib. steel rails and 10,000 tons of 80- 
ib. steel rails, and 59,000 sets of fish-bars to the Denver 
4 Rio ea. road. The rails are enough to lay 261 miles 
of track. 

W. B. Bement & Son, of Philadelphia, are filling several 
large orders for tools for railroad sho 

The Phoenix Tron Co, is preparing to start up the old roll- 
ing mill at Safe Harbor, Pa,, on the Susquehanna River. 

The Shenango Iron Works at New Castle, Pa., are to be 
started up as soon as necessary repairs can be made to the 
furnace and mill. 

Bradley, Reis & Co,, at New Castle, Pa., recently turned 
out several iron plates 19 ft. long, 8 ft. wide and 1g in. 
thick. They weighed nearly 1,600 lbs. each, and are for a 
tunk to be built on the Chicago, Burlington & Quincy road. 

The Norway Iron & Manufacturing Co. has been organ- 
ized at Salt Lake, Utah, to mine, smelt and manufacture 
iron and other metals. 

The James River Steel Manufacturing & Mining Co., a 
Philadelphia concern, has bought the rolling mill on the 
James River just above Lynchburg, Va.. and is preparing 
to build a large furnace near by. 

The Roane Tron Co., at Chattanooga, Tenn., has con- 
— to make the rails for the new ‘Nashville & Florence 
road, 

The Pennsylvania & Virginia Iron & Coal Co. has let con- 
tracts for the building of a new blast furnace at Ferrol, Au- 
gusta County, Va. 

The Cumberland Iron Works Co. has been organized at 
Nashville, and has bought the old Cumberland Iron Works 
in Stewart County, Tenn., with the intention of rebuilding 
and enlarging them. 

The Delaware Rolling Mill, at Phillipsburg, N. J., has been 
sold to the Stockton Mining & Manufacturing Co. 

The Chilled Car Wheel Grinding Co, has been organized at 
Carson, Nev., tointroduce the Gowan machine for grinding 

chilled car wheels, which has been in use for two years past 
in the shopsof the Virginia & Truckee road. The Officers are 
H. M. Yerrington, President; H. Hunter, Vice-President; J. 
H. Gowan, Superintendent; C. P. Mason, Secretary. 


5O 


Lewis, Dalzell & Co., were sold this morning to Mr. John 
Moorhead for the sum of $160,000. The mill has been idle 
several years, and has been held by the Citizens’, Exchange, 
and First National banks, and the First National of Alle- 
gheny. Mr. Moorhead takes possession at once, and will set 
the mill in motion without delay, under the management of 
his sons and son-in-law, Mr. Allen C. Bakewell. The Vesu- 
vius is an extensive concern, and when running full will 
give employment to a large number of hands. The sale of 
the Vesuvius completes the list of mills which succumbed 
during the financial crisis, and is the only idle mill in Alle- 
gheny county.—Pittsburgh Telegraph, Dee. 2. 

Bridge Notes. 

The Louisville Bridge & [ron Co, has just completed two 
long combination bridges on the extension of the Burling- 
ton, Cedar Rapids & Northern’s Muscatine Division, one 
over English River and one over Iowa River. 

The Kellogg Bridge Co., of Buffalo, N. Y., has completed 
a bridge with a draw-span and six fixed spans for the 
Western Counties road in Nova Scotia, and has the follow- 
ing contracts on hand ; Two spans for the Houston & Texas 
Central ; one span for the Canadian Pacific ; two spans for 
the Lake Shore & Michigan Southern : the bridge over Red 
River for the St. Louis, lron Mountain & Southern, consist- 
jug of a draw-span 512 ft. long, one fixed span 296 ft. long, 
and two fixed spans of 80 ft. each. 


Stub Knds. 


The Pan Handle is the richer for a five-dollar bill con- 
tributed to the conscience fund by a lady who had played 
the balf-fare dodge some years ago. What a magnificent 
dividend the railroads of this country could pay, if all who 
swindled them were to become conscience-stricken and re- 
turn the money.—North American. 

A conductor out in Michigan, impressed with the idea 
that he was sure to be killed or injured by an accident if he 
remained on the road, left and went into the grocery busi- 
ness. A week or two afterward he had his hand smashed 
up in a coffee-mill. 

A brakeman on a freight train of the St. Louis, Kansas 
City & Northern road, which left Ottumwa, Ia., at a very 
early hour one morning, was found missing when the train 
reached Chillicothe. His lantern was standing on the top 
of a car, and it was supposed that he had fallen off. A hand. 
car and a gang of men were sent out to find him. They 
went all the way to Chillicothe, but found no trace of him, 
and on returning learned that the brakeman, after starting, 
concluded that he would not go out that trip, climbed down 
and went to his boarding-house, where he was found snug 
in bed 

The foolish virgin on the train sitteth demure and quietly 
in her seat, but the wise one flirteth with the conductor and 
passeth free of charge,—Oil City Derrick. 

An exchange makes the following statement: 

* Connecticut engineers are ordered to use the Bell, and 
not the Shitsle whistle.” 

Can anybody—in Connecticut or elsewhere—tell us what 
is the meaning of this mysterious item / 

Fast Time. 

The best run on record between this place and Crestline, 
O,, was made last night by the second section of No. 3, con- 
oonng of four cars, and was pulled through by engine No, 
154, 

Pullen they did was entirely Owen to their proficiency and 
nerve. 
minutes behind the regular train and arrived at this city ten 
minutes behind, making the entire run, a distance of 131 
miles in two hours and 59 minutes including stops, or a mile 
every one 1 4; minutes. The best record before was three 
hours and five minutes. 


Crestline to Bucyrus, a distance of 18 miles in 14 minutes, 
but the best run was from Ada to Lima a distance of 15 


Ft. Wayne Sentinel, Nov. 26. 


A Big Cargo of Cotton. 
The New Orleans Times gives the following details of the 


cently with the largest cargo of cotton ever brought by river 
on a single boat: 


steamer on these waters. Wonder and astonishment were 
expressed on all sides by the enthusiastic spectators, and not 
a few had their attention called to the grotesque appearance 
which the entrance underneath the heaped-up pile of cotton 
from the lower deck presented, where the staircase leads to 
the boiler-deck. As the gloomy shadowsof night closed in it 
looked like the entrance to some mammoth cave. Long after 
dark she was surrounded by visitors, and even ladies, accom- 
panied by escorts, came down to the wharf to witness this 
strange and novel scene. 

“The bales were piled fourteen tiers high, and the gallant 
boat floating under this extraordinary freight was drawing 
eight feet four inches forward, with six feet six inches aft. 
This was an immense burden, considering the vessel’s draught 
of water. The load consisted of 8,841 bales of cotton and 
one box, amounting to the enormous weight of 2,250 tons. 
Of this cargo, the fortunate house of Richardson & May had 
consigned to them 2,484 bales, which is said to be the largest 
consignment ever made at this port, to any one house, on 
any boat, Capt. 
easily taken 500 bales more, and that there was peety of 
made her too deep. 


OLD AND NEW ROADS. 
Atchison & Nebraska.—It is said that this company is 
considering a proposal to make St. Joseph its main terminus, 
the use of the St. Joseph & Western track from Troy junc- 
tion to St. Joseph being offered to it. 


Atlantic & Great Western.—Concurrent decrees of 
foreclosure having been procured in all the states through 
which this road passes, the Court of Common Pleas at Akron, 


Devereux to offer the road at public sale at Akron, O., Jan. 
6, 1880. 

The Reconstruction Trustees, in announcing the probable 
sale of the road early in January, inform all stock and bond- 
holders who have not yet deposited their securities with 
them that none will be saoskvae after Dec, 15. The amounts 











The Vesuvius Iron Works, at Sharpsburg, lately owned by 


~ullen engineer, and Owen Owens conductor, and the | 


The train left Crestline one hour and thirty-eight | 


They made the run from Van | 
Wert to this city, a distance of 32 miles, in 89 minutes, from 


miles in 21 minutes which included a stop to take water.— | 


arrival of the steamboat Chas. P. Chouteau in that city re- | 


“Tt was undoubtedly the grandest’ load ever borne by a | 


W. E. Thorwegan informed the Times | 
river reporter that had he bad time his boat could have | 


room, and that had she taken this addition it would not have | 


O., on Nov. 26 made a final order of sale, directing Receiver | 








Thus more than 95 per cent. of the bonds and 64 per cent. 
of the stock has adhered to the re-organization scheme. 


Atlantic & Gulf.—The purchasers of this road at the 
recent foreclosure sale have organized the Savannah, Florida 
& Western Company, and have filed the necessary certifi- 
cates. The incorporators are all Georgia men. The capital 

| stock of the new company is fixed at $2,000,000, The road 
was sold subject to mortgages amounting to $2,710,000, so 
that the capital account of the new company on its 350 miles 
of road will be only about $13,500 per mile, not an extrava- 
gant amount even for a road with light earnings. 


Bald Eagle Valley.—At a meeting held recently in 
| Philadelphia, the stockholders voted to authorize the execu- 
|tion of a general mortgage for $400,000, to secure that 
| amount of 6 per cent. bonds having 3O years to run from 
Jan. 1, 1880. The new bonds are intended to replace the 
outstanding first-mortgage bonds, $800,000 in amount, which 
will mature July 1, 1581, and the $100,000 second-mortgage 
bonds which will mature July 1, 1884; they will be a first 
lien on the road when the old bonds are retired. The road 
is leased to the Pennsylvania Railroad Company. 


Baltimore & Hanover.—This road, whose completion 

was lately noted, was formally opened Nov. 28, by an ex- 
cursion from Hanover to Baltimore. It is 20 miles long, 
from Black Rock, Md., to Emory Grove; it will be worked 
by the Hanover Junction, Hanover & Gettysburg Company, 
and connects that company’s system of local roads with the 
Western Maryland, giving it a connection over that road 
| with Baltimore. 
Bellaire, Beaver Valley & Shawnee.—This company 
| has been organized to build a railroad from Woodsfiela, O., 
| the termisus of the Bellaire & Southwestern, west by south 
to Shawnee in Perry County, a distance of about 65 miles. 
It is to be a narrow-gauge road. 





Bellaire & Marietta.—This company has been organ 
ized to build a ggg bach n the west side of the Obio River 
from Bellaire, O., to Marietta, about 60 miles. The capital 
stock is to be 8500,000. It is a rival to the Wheeling & 
Parkersburg Company, which proposes to build from Wheel- 
ing down to Parkersburg on the West Virginia side of the 
river, 

Bellaire & Southwestern,—This road is now com- 
pleted to Wvodsfield, O., 42 miles southwest from Bellaire, 
and was formally opened for business to that place on Dec. 
2. It is a narrow-gauge road, built chiefly by local subscrip- 
tions. and is said to have cost about $10,000 per mile. it 
runs through a rough and hilly country, avoiding heavy 
work as far as possible and seems to be a very crooked road, 
Woodsfield, which is to be the terminus for the present, is 
quite an important town, and has been hitherto, with nearly 
all the country on the Jine, without railroad communications. 
The road depends purely upon local business, and its managers 
seem disposed to give plenty of accommodation as far as sta 
tions are concerned, ‘The following is a list of the stopping 
| places of the excursion train on the opening day, with their 
distances from Bellaire: Belmont, Ol mile: Pultney, 

1144; River View, 3: Gravelton, 344; Wegee, 4; Dillie’s 

Road, 6; Mapleton, 7; Erwin’s, 9; Durfee, 10; Shiloh, 12; 
North Gap, 1214: Pipe Creek, 18; Grand View, 1314; Sulli- 
van, 14; Oakland, 15; Glen Falls, 17; Rock Valley, 19: 
North Bend, 20; Armstrong’s Mills, 21; Caldwell, 23; Crab 
| Apple, 26; Beallsville, 29; Jerusalem, 3314; Ozark, 85; Sun- 
fish, 87!¢: Woodsfield, 42. In all 26 stations in 42 miles. 


Burlington, Cedar Rapids & Northern.—The ex- 
tension of the Muscatine Division is now completed to What 
| Cheer, Ia., five miles beyond Thornburg, the last point noted, 
and 72 miles westward from Muscatine. What Cheer, 
where there are extensive coal mines; is to be the terminus 
for the present. 





Burlington & Northwestern.—This road is now com- 
pleted to Crawfordsville, in Washington County, Ia., eight 
| miles from the old terminus at Winfield, and 42 miles from 
Burlington. This makes the road 26 miles long from its 
junction with the Burlington, Cedar Rapids & Northern at 
Mediapolis. 


California Furnace.—A railroad about eight miles long 
is to be built from the Chesapeake & Ohio at Goshen, Va., 
| southeast to California Furnace in Rockbridge County. 
An effort will be made to have it extended some 14 miles 
further, to the town of Lexington. 


Capac & Northern.—This company has organized to 
| build a railroad from Capac, Mich., on the Northwestern 
|Grand Trunk road, northward through St. Clair, Sanilac 
and Huron counties. It will run between the Detroit & Bay 
| City and the Port Huron & Northwestern roads, 


| Oentral Branch, Union Pacific.—The latest report 
concerning this road, is that the Gould party has bought all 
the property west of Waterville, Kan., that is, all except the 
100 miles of the original Central Branch. ‘The extensions 
are all owned by a separate company, the Atchison, Colorado 
& Pacific, formed by consolidation of several organizations 
which built sections of the line. The plan is said to be the 
| formation of a line from St. Joseph to connect with the 
Kansas Pacific, near the Western line of Kansas. This is to 
be done by building a connecting line of 15 miles from the 
St. Joseph & Western, at Maryville, to Waterville, and then 
extending the South Solomon Division of the Central Branch 
to a connection with the Kansas Pacific at Monument. 


Chicago, Burlington & Quincy.—The New York Tri- 
|bune says: ** Messrs. Drexel, Morgan & Co., and Messrs. 
Winslow, Lanier & Co., to-day (Dec. 3) purchased of the 
Chicago, Burlington & Quincy Railroad Company $3,000,000 
new bonds secured by a mortgage on the company's lowa 
main line. The particulars of the new mortgage have not 
been made public.” 


Chicago, Milwaukee & St. Paul.—The Iowa & 
| Dakota Division is to be completed this season to Mitchell, 
Dak., and tracklaying is now in progress. From Mitchell 
west to Brule City, 75 miles, surveys-have been completed, 
and it is intended to build early in the spring. 
| The branch from Rock Valley, Ia., to Yankton, Dak., 63 
miles, is partly graded, but track will probably not be laid 
until spring. Tracklaying is well advanced on the branch 
from Marion Junction, Dak., to Niobrara, on the Missouri, 
40 miles above Yankton, and this branch is to be finished 
this year. 
Chicago, Pekin & Southwestern..—It is reported 
that parties in the interest of the Wabash Company have 
| been buying up the bonds of this road, and have secured a 


deposited Nov. 20 were: controlling interest. The roed is87 miles long, from Mazon, 
ak 3 ioctl * : Salah Mah a stn Ill., to Pekin, and the mortgages upon it are now being 
Shas saoctanes $15,168 200 $14/704 143 $464 057 foreclosed. Its outlet to Chicago is over the Chicago & 
MMOD. cece. cc crc 11.991'000 11,602,707 388,293 | Alton. 
" oR 7 oF 07 vk "OT Q20 - ™ 
FRE onnnrereee ene: » BB, TE8, 000 87,076,078 ATOR Chicago, Rock Island & Pacific.--It is reported that 
Total.......... ...$55,943,200 $53,883,828 $2,559,! this company is negotiating for the use of the Hannibal & 
Re-organization stock .. 412,500 366,000 46,5 St. Joseph’s Kansas City Branch, and that terms have been 
oe i. ee . 10,000,000 7,446,143 2,553,857 | agreed on. The company has desired to secure a line to 
SS ne eee 20,000,000 11,536,231 8,463,769 | Kansas City for some time. 
Dec ueicucaas $86,355,700 $72,732,202 $13,623,498 | Cincinnati & Eastern.—tThe Ohio River Branch is now 
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! 
in operation to B!airville, O., 11 miles from the main line at Louisville & Nashviile in Nashville, Nov. 26, was closed by | volved is a new one and seriously affects the rights of the 
Richmond Junction, and two miles beyond the old terminus. jan agreement leaving the adjustment of rates and some | United States. He also recommends that settlements and 
. ’ 4 : | other matters in dispute to General Ma r de Funiak and | pay ments for a sinking fund be required to be made semi-an- 
Bg meet ag : Sout ce al he fee ey ogo the a | General Freight Agent Stahlman for the Louisville & Nash-  nualiy instead of annually. He further recommends that 
wa oder aos a pase 3 BP .Oa —— = —— thers | Ville, and General Superintendent Thomas and General the investments of a s'1 king fund be authorized to be made in 
f ow, and, if no unforeseen y 18 met with, there | Freight Agent Knox for the Nashville, Chattanooga & St. | firs'-mortgage bonds of the respective companies or in such 
will probably be an unbroken track from Cincinnati to Chat- Lo United States bonds as the Secretary of the Treasury may 
a thar a egy a Ee as | This conference has excited much attention; it is stated select. Sinking funds are also recommended by him to be 
Ch rd vinwmercgie nee hipaa ian 4 we af sight build- | that it was simply for the purpore given above, the adjust-| established for the Kansas Pacific, Central Branch, Union 
Sa there rill he — On Whe FOURS” easton — req | Ment of rates and other matters relating to exchange of Pacific and Sioux City & Pacific railroad companies. 
ean the City Council real negara: ory apm tn be oa ow bey i ponte te = ae nce pine es " een to Pennsylvania.—Rumors have been current for some 
Columbus, Jeffersonville & Cincinnati.—A contract | aside all differences ar:d rivalries, and to unite in securing | ime of 8 tle of the stock in this company owned by the 
» Je vill t - > | city of Philadelphia. These have been set at rest by the 
has been let to W. A. Heisheiser & Co., of Columbus, O., to the control of the lines south and east of Chattanooga, so as | anouscemens tends ‘Dec. 6 that the Ciséeneianione f th 
complete the grading and bridging of this road from Mt. | to keep the Cincinnati Southern out of the field as far as | Git cnkin fund have poate. ted an ff f the Fi = . 
Sterling, O., to Columbus, and the track of the whole line | possible. It is also said that an agreement was reached as to | a Fig Rail d Co iteelf to k bs th vo r¢ bog 
from Alientown to Columbus. The contractors are also to | the new line from Nashville to Owensboro and Evansville, | ¥?” roe mpany i suy the stock at par. The 
L b c —s city holds 59,149 shares, of which the par value is #2,957,- 
furnish equipment. They are tu receive $180,000 m money heap all this is merely conjecture, | 450, and the money was to be paid over this week. The 
and $300,000 in first-mortgage bonds, | National.—This old company, which made some stir in | object of the purchase is not stated, nor is it said what dis- 
Corpus Christi, San Diego & Rio Grande.—This | its day, has been finally sold out. A conveyance has just position will be made of the stock, 
company reports for the year ending Oct. 31, as follows: been recorded in the County Clerk’s office, in Trenton, N. J.,| The company pooiecte several new branches, one into the 
Gross earnings ($1,447 per mile).............000e- cece ee eee $60,772 | whereby the Stanhope Railroad Company, the New York | Connellsville coke region from Dunbar, Pa., on the South- 
Expenses (46.05 p@r cent.)..........6. 0.20 eeee ee 28,000 | & Philadelphia Railroad Company, the National Railway | west Pennsylvania Branch. Another is a cross line from 
San ce5 | Company of New Jersey, the National Company, the Na- | Tyrone Division to the Clearfield Branch in the Clearfield 
me at res tional Railway Company and the Philadelphia & Yardley-,| coal region. : ; 
Ch ye Ter te Ban Die hegi* ~t apes — t f thi Be ville Railroad Company have been indentured to the Dela-| Surveys are being made for a change in the line of the 
est pe Moped ae — aH Sep i vaher tae ple | out ‘J won 4 Ryn Brook Railway Company, the consideration | W — tetas Division to avoid the heavy grade 
: ’ ’ ng ' a | near Bagdad. 
two months of the year. The Delaware & Bound Brook road was built neatly on| p, ; 
Danville, Olney & Ohio River—This company now |the line party” graded bythe National Company, and an |, Pqnsacols A elma This company, which, baught 
has a short section of road from Kansas, Ill.,on the Indian- | effort was made some time ago to disturb the title of the’ Tietiehem of Tennessee, to build the 60 miles of road ft ct 
apolis & St. Louis road, southward to Westfield, 10 miles. | new company to some of its property. This sale is proba-| tho present terninus at Pine Apple, Ala. to a connection 
It is said that the contractors have recently succeeded in | bly the result. | with the Pensacola Railroad at its junction with the Mobile 
placing bonds enough to build from Westfield southward 50) New York Central Stock Sale.—The report which | & Montgomery. Work is to be begun at the southern end, 
miles to “Iney, where —— pig t made a — we copied from the New York Evening Post last week of the | and the contractor is to have 26 miles graded by May 15, 
& east bee A pe yb pad rey ral Nag 8, and al80 | sale of $25,000,000 (par value) of the stock of the New York #7 more by Ang. one = ~— oe by Dec. 15, 
sas “s . : Central & Hud on River Company by Mr. Wm. H. Vander-| 1880. This will give Pensacola a line miles long, run- 
Denver Railroad Stocks —Arapahoe County, Col., in | bilt is confirmed. The sale wan at 150,000 shares “ firm,” | ning nearly due north to Selma, where connection is made 
which Denver is situated, has voted to sell $1,000,000 Den- — _ oO — # Peers ne — before “e end . with several important roads. 
ver Pacific stock and 800,000 Denver, South Park & | 1880, at 120, Mr. Vanderbilt agreeing not to sell any stoc . ’ ‘orge.—The C ‘ af 
Pacific stock, owned by the county, to "Jay Gould, for | except through the syndicate during that time. The sale is| Rigen ve ¢ rs phy rw Te ‘of pF ~4 
$250,000. ' EB & —— — pd hy - av Cons —_ city the question of appropriating $750,000 to ile sonia 
usse e, directors of the Wa , St. Louis & Pacific | ;; ates : : ; 
Denver & Rio Grande.—At the annual meeting Nov. eng ED. Morgan, Drexel, Morgen & Ce, August gon of + phone from Richmond through the valley of the 
28 resolucions were adopted repudiating the lease to the | Belmont & Co., L. Von Hoffman & Co., Morton, Bliss &' The pr oat to the Chesapeake & Ohio at Clifton Forge. 
Atchison, Topeka & Santa Fe, and instructing the board to | Co,, Winslow, Lanier & Co., New York bankers, and J. 8. J why Hiver soot wilt sonew substantially the line of the 
rosecute that company for damages, Resolutions were also | Morgan & Co., London bankers, with, it is said, some others, | J8mes River & Kanawha Canal to Buchanan, and the road 
is ; - P : ga ’ . ’ v which that company has partly graded from Buchanan 
poms confirming the action of the directors in providing | The negotiations were conducted by Junius 8. Morgan, of to Clifton Forge, and will, if built, take the pl 
or the extension of the main line south to El Paso, and the | the London firm, and Drexel, Morgan & Co., who represented i tee aamet.” 36 is Gale: Git die <aeeeae if nadk 
construction of the Leadville and San Juan branches. The | Mr, Vanderbilt. The syndicate is to be represented in the Get Abdieena eases divest tie. elk nant beakter ro 
President stated that all the money needed for construction | New York Central board by three members, two of whom | than that of the Chesapeak “tay tall 7 cone 
< . 3 e . ipeake & Ohio between Clifton Forge 
had been secured. have already been chosen. The company w il have an office | and Richmond; that it will give a more direct connection 
Haring & Long Lake.—Engineers are now locating for. peying tae — : > i S pe = aeee, | with Lynchburg and the rich country around it than now 
this road, and work is soon to be begun. It is to run from | #"4 it wi oe SOOT OF We ee ee mares — | exists, and that it will open up an extensive country natur- 
Haring, Mich., on the Grand Rapids & Indiana east by north 7 end of . . It yest 8 ~ > ss preees _ cw ally tributary to Richmond, and valuable both agriculturally 
to the south end of Long Lake and thence northeast around aask I a IP wll the y AB ag pe ‘After the enle and for its extensive deposits of iron ore of a very fine 
the north side of Muskrat Lake and to Lake City in Mis- cote ceemmnmnnad aeatieee Cemnaal tems, wikis tae ao | grade, The project has been under discussion for years, and 
saukee County. It will be about 15 miles long, through a ye pte tags y | seemed lately near realization by the proposed sale of the 
dense pine forest, and is built chiefly for the lumber busi- | 2bout 150, rose at one time to 139, but they have receded to 





Net earnings ($766 per mile) 








180 si ST aleediy-ale i terially, | tl canal to a railroad company. 
aia 4 since, - ebasn he — a a = a - ~ y, but tie Later dispatches state that the Board of Aldermen has re- 
Illinois Railroad Commission,—Nov. 25, the Com- | 8M most other speculative stocks have fluctuated greatly | fused to pass for the subscription ordinance, as passed by 
mission met and received the following complaints: E. F. i the Council. 


Bull, of Ottawa, against the Chicago, Rock Island & Pacific,| New York, Providence & Boston.—This company| Rochester & State Line.—The Rochester, (N. Y.,) 
for unjust discrimination against La Salle, and in favor of | will receive proposals until Dec. 15 for the following work | Democrat and Chronicle, of Dec. 1, says: ‘It was stated in 
Peoria in rates on east-bound freight. Definite charges were | in the harbor of Providence: A pile on 600 ft. long and | our issue of yesterday morning that the meeting of stock- 
not presented. : 80 ft. wide; a double-track railroad pile bridge 400 ff. long: | holders of the Rochester & State Line railroad in New York, 
The complaint of Keeler & Davis, against the Chicago & | q single-track railroad pile bridge 500 ft. long; an abutment | resulted in the retirement of the names of all the Vanderbilt 
Alton was settled to the satisfaction of the complainants, | 32 ft. long; a retaining wall 600 ft. Jong; the dredging of | faction and the reélection of the former board of directors, 
= comeene having made a concession in the rates com-| about 29,000 cubic yards of mud. headed by Oliver Allen as President, 
plained of. 


Proposals must be sent to A. 8. Matthews, Chief Engineer, “This action doubtless ha d ignific t' 
The complaint of B. F. Martin & Co., of Macomb, against | at Stculnaton,.Conn, Plans, 2 whecraypet ne iy) eet Ae enn me ong mete pa! 5 Po 


° ) i poten, specifications, etc., | first glance apparent. From all that can be learned of the 
the Chicago, Burlington & Quincy for extortion in rates on may be seen at the office of Mr. Matthews, or at that of | real spirit of the Vanderbilt party in the position taken, 
furniture, was settled ina ae . George C. Tingley, Assistant —" amet No. 21 South Main | there does not appear to be a very favorable outlook so far 

E. Austin, of Sublette, complaine against the same com- | Street, Providence, Rhode Island. as the interests of the city of Rochester are concerned, The 
ay for extortion in charging $34.83 for freight on 2,420 ; PP oa | fact that the city has commenced a suit involving the 
bs. of wheat shipped from Abilene, Kan., to Mendota, Ill. Northern, of Canada.—This company isto issue $750,- validity of the title of the road is, it is stated, the direct 
Order was made to lay tke facts before the company. 000 preferred stock for the purpose of funding its floating | cause of Mr. Vanderbilt’s withdrawal from the active man- 
_Acomplaint had been made against the Cincinnati, La | debt. agement. He claims that the city has, next to him, the 
Fayette & Chicago for charging trackage ata certain sta- ; | largest interest in the stock, and that he can stand the loss if 
tion. The Commissioners announced that the company had Northwestern Grand Trunk,—The Detroit Post and | it can ; that he is disgusted with the matter, end prefers to 
abolished such charges. Tribune of Nov. 29says ; ‘‘ Judge Brown has directed Mas- buy in the road from the hands of a receiver, where it bids 

In a complaint against the Indianapolis & St. Louis Com- | ter Commissioner Mandell to deliver a deed of the Western | tair to be pushed, than to fight in the courte any question 
pany, the commission decided that if both parties would | Division of the road formerly known as the Chicago & Lake | the various phases of which he had no responsibility in 
accept its award it would examine the matter and make an | Huron, from Lansing to the Indiana state line, to the North- | shaping. At the meeting in New York, Saturday, Mr 
award. western Grand Trunk, on the perment into court of an ad- | Worcester was present with the $1 255,000 of pre Ae his 

Counsel of the Michigan Central moved for a rehearing in | ditional $250,000 and filing a bond in the sum of $150,000 pocket, but utterly refused to take any part in the action of 
the case of the Joliet rebate case, the decision on which we | with good and sufficient sureties conditioned to pay all un- | the meeting. His votes would have wiped out all the rest 
published recently; the ground for rehearing is that the | disputed receiver’s certificates when presented, and such | pad the action not been such as Vanderbilt desired, . 
commission misapprehended the position of the company | disputed receiver’s certificates as may be ordered by the | 








f | “If Mr. Vanderbilt is obliged to obtain a clear title thr 
and overlooked important facts. he commission asked for | court to be paid ; also to pay all costs and expenses of the | ¢he courts, it will probably be at a sacrifice of the —— 
specifications of the alleged errors and mistakes and of the | foreclosure proceedings. | of the city of Rochester and the other stock and bondhold- 
new evidence which it was desired to submit. **The Master Commissioner was also ordered to pay the | 


‘ ; ster ; | ers, aswell as the creditors of the company. It is diffi 

_ The commission directed the filing of a petition to the Will | claims of Willis C. Ransom and Thomas J. Conely for their | pete aes rho is to result from the litigat on propond peyt od 
County Circuit Court asking for an order directing the Re- | services as special masters in winding up the affairs of the | git , a8 the doubt, if any, in regard to the stock being full 
ceiver of the Chicago, Pekin & Southwestern to make a re-| old pene. L ; | nail up was as weil understood at the time the city contract- 
port to the commission, as the laws of the state require. 5 apd Pre wae ae — ap) eee a — to | ed therefor as it can be now. At that time this contract was 

a as certify the validity of all undispu receiver's certificates | ee led but urged by a 11 a1 

— ys Bou oe oe —— me Bh yi ies = and all other evidences of receiver’s indebtedness, and ae Byer me og SOS SEY TEES Uy OF GOSS Mayet Cares és 
tan. 10 miles west of the late terminus at Elk Falls, and £0 Mr. Mandell is directed to pay such indebtedness so certified. ** The fact that Vanderbilt has the greatest interest in the 


- ; - . - “ The claims against the company are thus being rapidly | gtate Line i. both tockholde 1 -” 
miles from the junction with the main line at Cherryvale. | .44 satisfactorily settled. The road is being put Into first- | fucemeec saa queen —— —<— belgie ny hy Tov 


Grading has been completed for some miles farther. class condition. Before the end of the year it is expected | sufficient guaranty that it would be conducted in such a 

Kishpaugh Mine.—It is proposed to build a railroad | that 70 miles of steel rail will have been laid, including the | manner as to enhance the value of itsstock and place it as 
from the Kishpaugh iron mines in Warren County, N. J., to | new Jine from Valparaiso to Thornton. In addition to this | soon as possible upon a paying basis. Apyarently this de- 
Belvidere, to connect with the Belvidere Division of the 10,000 tons, enough to lay 100 miles additional, have | cired result has ae placed in jeopardy, and the action 
Pennsylvania Railroad, It would be about 7 miles long. been contracted for to be delivered and laid in| pausing it is therefore to beregretted. The reélection of the 


May, June d July, 1880, and it is expected that, ie ' . 
Lock Haven & Clearfield,—This company has filed 50 cniles ao netlyee 7 Ae eid in 1880. The slandard steel rail | old board is a matter of congratulation to the gentlemen 


- : - - - | pe lly. They have stood by the road i har 
articles of incorpyration to build a railroad from the Bald | of the road weighs 65 Ibs. tothe yard. A contract has also votowe re Al deat. roan an mor fa a * 7 honey - “ 
Eagle Valley, near the mouth of Beech Creek, to the Tyrone | heen made for six Mogul locomotives, weighing 76,000 Ibs. | jt through the peril that now overshadows it,” 

& Clearfield at Phillipsburg, Pa. The corporators are all | each, and capable of hauling 40 loaded freight cars over any aitensiicale ; 


connected with the Pennsylvania Railroad Company. The rtion of the road, Thirty thousand new ties have been Southern Minnesota,—Tracklaying on the extension 
new line will be 12 or 14 miles long. id on the road this fall, and 25 miles of the road have been | to Flandrau, —? Late permed a y ane Ss compan 
: -acific.—It i ti full ballasted. Ties to the number of 170,000 have been | expects to reach t xint before the close of the year. 
« —— A igraee pes hed yeep eta Be contracted for delivery next season. Work on the line be- | survey bas been completed of a further extension from Flan- 
Joseph and Topeka Road, abandoned two years ago, from | tween Valparaiso and Thornton is being pushed vigorously, drau west to the James River, about 60 miles, and it is said 
Ww eens Kan., to Doniphan, and will use it for an extension | Twenty-three of the 30 miles have been graded 5 miles | that this will be built next year. On the branch from ¢lan- 
of this road from Atchison to St Joseph. of rail have been laid. The remaining section of the line in- | drau to Sioux Falls grading is nearly done, but it is not in- 
: cludes the heaviest grading, but will probably be completed | tended to lay any track before spring. 
Mobile & Montgomery.—It is reported that the Louis- | before Christmas.” | Trains now run to Edgerton, Minn., which is 28 miles 


ville & Nashville Co bought a controlling interest beyond the late terminus at Fulda, and 282 miles from 
in this Pace gp ay B for $1,520,000 of stock, which was| ,Pacific Railroads and the Government.—The report | pce : * 


‘ age of Mr. Frer ch, the Government Auditor of railroad accounts, 
England, but iis salt anh ae a ee te shows that the amount due by the government on Dec, 31, | Terre Haute & Logansport.—This new company has 
transfer of control. The road extends from Montgome 1879, and withheld from the Union and Kansas Pacific Rail- | received the final deed of the Logansport, Crawfordsville & 
Ala. to Mobile. 179 miles : it was sold under foreclosure in | 7@d Companies on account of transportation, will more than | Southwestern road, sold under foreclosure in og toes last. 
1874, and the present company organized by the bondhold- | Offset the $2,737,576 payable by them on account of 5 per | The new company has renewed the lease of the line from 
ers. The se actos bonded debt is onl $275,000 and the | Cent. of their net earnings. The auditor recommends that Rockville to Terre Haute, 23 miles, forming part of its main 
stock, whi ah presents most of the old is $3,022,500, | the Pacific Railroad acts be amended so that any of these line, from the Evansville & Terre Haute Company, vhus con- 
oe ue | companies which may abandon any portion of the subsidized tinuing to work the whole line of 116 miles from Terre 
Nashville, Chattanooga & St. Louis.—At a 2 railroads or which may divert their business from a Haute to Logenapers. The new company has also executed 
cial meeting hela Nov. 25, the stockholders a) subsidized or vunsubsidized railroad be required to a mortgage for $500,000, which is a first lien upon the 98 
heretofore taken by the board in leasing branch lines and | transfer the lien and the condition attached to the miles of road owned. : 
providing for the extension of others, authorized the di-| subsidized road to the new and unsubsidized line in order| The company is controlled by the Terre Haute & [ndian- 
rectors to take whatever action may be necessary to protect | that the interest and right of the United States may be pro- | apolis, and the road will be worked by that company, as ap 
the interests of the company. . tected ; or, if that is not done that all trafic be re- | pears from the following circular issued by the lessee: 
A conference between officers of this company and the! quired to be done only on subsidized lines. question in-! ‘Under contract with the Terre Haute & Logansport 
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Railroad Company. 

and management 
imo, 

“Tt will be known as 


Haute & Indianapolis Rail 


y will assume 


control 
(fais consent y Gree day of December, 


allroad. Ail co 


Division of the Terre 
mmunicat after 


that date, relative to Ce eee that road, should be ad- 
ons seapeative departments of the 
Company.” 
Union Pacific.—Notice is given that 67 Omaha B: 
accordance 


dressed to the officials of 
Terre Haute & Indianapolis 


bonds have been drawn 


in 
mortgage, and that they will be redeemed A: 
Morgan & 


the office of Drexel, 
London & San 


with the terms of 


Eodecmitow Work’ or at the 
ew or @ 
tendon. The 


umbers drawn are; 9, 39, 79, 118, 288, 295, 863, 864, 
155, 50s, 573, 678, 780, 745, 769, “rot 819, 525,888. 890, 
909. 957, 981, 1 1048, 1119, 4 ul 1226, 1227, 
1241, 1260, 1278, , 1426, 1469, 1488) 


1491, 1501, 15 
ue ioe te tae 
2207, 2309. 2809; 2310, 28325, 2870 


ae & Pleasant V 
operation from the 


to Provo, five miles 
extiension has been 


i 


1606, * te1a” 1619" 1 1668, 1684; 1694 
‘et, 20 2o18, 2007 2076, 2107, 2165, 
ee road has been for 


e time in 
ville, Utah, through the Spanish 
Valley coal mines, a distance of 60 miles. 
with the Utah Southern is to be owe from 


north, and work 


Mt ome at 8 
Fork Cafion tothe Pleasant 


i 


on the grading of this 


Salt Lake eows ea that the com ,» Which owns 
the mines at alley, is selling all the coal which the 
road can haul, ened that more cars are much 

Wabash & Erie Canal.—An association has been 
formed for the of this al- 
most aban rad The . to work 4 o 

nion meetings publication documen 
ame a ere appropriation from Py eweh 

West Jersey.— consolidation of 
Millville Compeng. has Leen completed, and St hee, 
West Jersey stock are now for the — 
standing ones of Cape May & eee k, the West 


Jersey has alwa: 
has owned a con 
aaaly a matter of form. 


Wilmington & Monthern. —The 


into Reading, Pa., is over 2 
Berks County Company 
ceasor, the Reading 

however, the ve Phila 
absolute 


It is understood tha‘ 


which this 
ness from 


bet ween 
the onesneanmx vent vat 
stopped. 


says: ‘The Dominion 


Railway Company 
Windsor & 


which is to. run 


worked the other road under 
ling interest, so that the comealinedon is 


ia & 


sang 


able to shut this ompany out of 


Srwithdraws fro has now 


Windsor F ew magn dispatch from 

it has 
Branch Railway out of the hands of 
and has 


their trains 4 
mdsor Branch extends from Windsor Junction, 
the Intorealentah to Windsor, and was 
given to the Western Counties 


Windsor & Essex Centre.—The 
Ont., has voted to issue $80,000 bonds ine! 
is thought that this will secure the buildin, 

from Windsor 


lease and 


ae a of track built by the 

lately owned by its suc- 

"By therecent foreclosure sale 

Reading Company acquired 

Lehigh a a a 

ling pretty effect . 
been made 


on 
was part of the subsidy 


of Windsor, 
aid of this road. It 
of the road, 


southeast the Canada 


Southern at Essex Centre, a distance of about 15 miles. 


Worcester & ee 
reduced 
,881.06, showin 
paid off from the year’s earni 
effected in the rental and interest c 


closed this company. has 
$117,023.84 to 


the fiscal year lately 

ts floatin goo Lak ‘debt from 
78 actually 

se the reduction 
has very much 


i 


improved the company’s position, and the valee of the 


stock. 








ANNUAL REPORTS. 


The following is an index to the reports of companies 
which have been reviewed in previous numbers of this vol- 
ume of the Railroad Gazette : 






Alleg! 




















¥ +» B82 
joston & Loweil,..........s0+e. 40 
joston & N.Y. Se - 
joston & Pro 
juston, Rev. Beach & 
sur. v ‘Mo. ot ek 
Gamaen tk Mianié 
Central, of lowa...-. Bb 
Central, of New Ji 
Shasiotte, Col, Augusta H 
JnAaTio , . 
Chartiers (P., C, & St, L.)... } 4 
Chesapeake & Ohio...........-+ 
Chesapeake & Ohio Canal,,.. .. 342 
= 3 a $e Sovescccece 4 
hi., —¥ nm Seer ° 
Chicago & 614 
Chic ago & Lake Huron..,. .... 410 
Chicago. Mil. & St. Paul........ 282 
Chicago & Northwestern.. .450, 457 
Chi., Rock Island & + . 872, 378 
Cin., Hamilton & Dayton.. 





Cin.’& Mus. Valley. . 
Cin Sandusky = Cleve.. 
Cle ve. Col,, Ci 
Cleve., Mt. ¥ 
Cleve ‘and & Pitts bar 
Cleve., Tus. Val. & W! 

Col., Clik io. & Ind, Cent. (P., 
Col. & Howikin Vailey 
Columbus & — 
Concord.. 

Concord & Claremo 


Conn. & Passumpsic = 
Connecticut River..... 

Cumbcriand Valley. 
Dakota Southern,, 

Davenport & Northwestern . 
Dayton & Southeastern 
De aware 


ecling. 

















862 | track laid with steel. 





I I aaa a 6 vin 84's: pita gialy ncaa eenaein $796,865 .66 
248 | Interest account............ . 246,447.12 
Dividends, 6 per cent 420,000.00 
———_ 866,447.12 | 
Surplus for the year........ $1: 30, 418. 54 
94 | Surplys, Sept. 30, Rohe cicddaic ack ol 31, 502, 326.20 
Less items char, ged off as of no value. 351.4 
———— 1,498,574.87 
pitta, Tituavile & Buffalo... Surplus, Sept. 30, 1879 ...............csceeeee eaee $1,628,993.41 
and & Ogdensburg... 91| Fromthe surplus for the year $100,000 is reserved to pay | 
prgracsnce & E Worcester. . 62, 0 for new second track east of Haverhill. The actual surplus | 
bec, Mont., Ott. & Occi.,.... 42 | Over interest account was $550,418.54, or 7,863. per cent. 
ichmond & Danville......°..) v1 On the stock. 


2 was begun. 






















Leese wee eeeweeeseeaeeeees 


joaaph & Panzer © Cit 


. Louis Bri td Ato ° 
106 . Louls, Lron Mt, &e Bout thern. 144 | 
St. Louis, Kan. City & Northern 180 | 
588 St. Louis & San Francisco 44 

24 - St. pa & Southeastern....... 204 


St. Lo Van. & ere, eo: 78 
78 ba Paul | ota 41 
Weg cccsacanyvenedycsce 4 Paul & Siou: 


crecevereesenseemil, UL BCIOU VARMGY, .cceserees 























PRIN n v0 s0550¢acnbohooeencene 
ven cccsee Ww 
© 
— Co.).. ‘ 18 W este! 
Joe & C. Bluffs... 393 Wes 
ebasacleccsstbn sce 121 West IW sentggoacteséosscs 








ee AE & Sioux Falls.... 





Boston & Maine. 


This company owns a line from Boston to Portland, Me., 
115.50 miles, with four short branches, 11 miles in all, "mak- 
ing 126.50 miles owned. It leases the Newburyport road, 

.98 miles; the Danvers road, 9.26 miles; the Lowell & 
Andover, 10.10 miles; the West Amesbury Branch, 4.50 
miles, and the Dover ‘& Winni isseogee, 29 miles, making 
79.84 miles leased .and .206,84 owned and.leased. The 
Methuen Branch, 3.75 miles, however, is leased to the Man- 
chester & Lawrence, leaving 202.59 miles worked. The re- 
port is for the year ending t, BO, 1879. 

The equipment consists of 7 tocomotives, 11° snow-plows, 
164 passenger-train cars, 1,692 freight and other cars. 

The general account is as follows: 


Stock (received from sale of 70,000 pamanes) 





$6,921,274 .52 


Bons ($27,668 per mile) ........ 3,500,000 .00 
Accounts and balances........... 2.2... cece cece eee 674.56 
ME, £0 aco og ces ppce daa cacccae eos be iten cis 1,628,993 .41 

Dan dice cbc MEMe seetce Oesedeseenaete $12,1: 129,942.49 


To 
Road and equipment ($85,019 per 
Re catite «Zeal Laon daar eae tor? $10,754,845. 54 
27,000.00 


Koston & Maine stock.............. 
Leased lines, stocks, bonds and ac- 


SAR aa) 5 «95 pe 844,466.46 
vabidetesbee pene dineseses 143,945.81 
Gt 3 SE 350,684.68 
——- ——-—- $12, 129,842.40 
There were no changes of any importance durifig the year. 


Cost of road (construction and equipment) was reduced by 
$600 —— the year: 
The traflic for the year was as follows: 

1878-79. 1877-78, Increase. P.c 
Train mileage... .... 1,608,619 1,536, 72,723 4.7 
Passengers carried.. 4, 572,175 4,564,171 8,004 0.2 
Passenger mileage ..64,974,753 64,292,723 ,030 pe 
Tons freight carried 685,598 582,851 102,747 §=:17.6 
hema mileage. ..32,334,205 28,949,165 3,385,130 11.7 


r traffic shows a stight increase. Freight traffic 
wt , on for several years previous] y it et shown 
nyse em decrease, chiefly on account of depression in 
business and light shipments from the many manufacturing 
towns on the line. 
The earnings for tlie year were as follows: 











1878-79, 1877-78. Inc. or Dec. P. c. 
Passengers. .. ..$1,257,067.57 $1,260,673.87 D. $3, 606.30 0.3 
Freight......... 805,460.11 760,248.56 I. 45,211.55 5.9 
Express and 
MBeccssases 87,329.42 79,818.95 I. 7,510.47 9.4 
Rents, etc ..... 88,964.04 83,717.58 1. 5,246.46 6.3 
Total........82.238,821.14 $2,184,458.96 I. $54,362.18 2.5 
Expenses... ... 1,441,955.48  1,446,567.72 D. 4,612.24 0.3 
Net earnings.. $796,865.66 $737,891.24 I. $58,974.42 8.0 
Gross earn. per 
mile ae 11,050,99 10,782.17 I 268.82 2.5 
Net earn. per 
Pe 3,933.39 3,642.29 I. 291.10 8.0 
Per cent. of 
expenses..... 64.41 66.22 D. 181 2.7 


Rentals of leased lines—$87, 200 ineach year—are included 
in expenses. In last year’s expenses also is the sum of $17,- 
410.82 for filling Prison Point Bay, saree improve- 
ment. Taxes paid last year were $96,131.14, an increase o 
$5,826.24, or 6.5 per cent., over the previous year. 

During t the year 9.51 miles of new steel and 8.94 miles of | 


new iron rails were laid. There are now 117.69 miles of | ; 
Improvements include an iron a | 


over Merry Meeting River in Alton ; a new passenger sta- 
tion and car-shed at North Lawrence, and the conversion of | 


the old passenger station into a freight-house ; a new union | 


station at North Berwick ; improvements of mger sta- | 
tions in Boston, Portland an : Old ee, Beach Four | 
engines, two nger cars and one combined passenger and 
haggage car — been added to the equipment. 288 | 
@ double track extends from Boston to Haverhill, and | 
the directors feel warranted from the increase of business in 
beginning soon its extension east of that place, and have ap- 
propriated $100,000 from the earnings for that pu 
A new and corrected location of the road in ichu- 
setts has been made and filed, in accordance with the act of | 
1878. The filling of Prison Point Bay has been continued, 
and will be completed in three years from the time work | 
The company has bought a tract of land in | 
Lowell for $50,000, to be used in extending yards and mak- 
ing more room for freight. 
e two miles of track from South Berwick to South Ber- | 


| 


804 
562 | wick Junction, not in use since the building of the Portland | 


Extension, have been taken up, permission having been 
obtained from the Maine Legislature. 
The income and surplus accounts are as follows; 


| 
| The report says: ‘‘Our business relations with connecting 
| roads are in general harmonious. 

“‘ The location of the Lowell & Lawrence Railroad thro’ 
| our freight-yard and repair-shops, in their extension of t 
| same over the Merrimack River to North Lawrence, wee 
| not satisfactory to this road or calculated to increase the 
| friendly relations of the two roads. The questiun of their 
legal right to take and appropriate to their use property 
over which we had-located our road, for the service of the 

ublic, was submitted by us to the decision of the highest 
| Jadicial tribunal in the state. That tribunal, after a full 
| consideration of the subject matter, decided that their 
location over land previously located upon by this road 
was without right, illegal, and void. hile this ques- 
tion was pending before tke court, the Lowell & 
Lawrence Railroad was expending large sums of 
money for a bridge over Me ose mance River, and for 
land accommodations, which they could not reach exce 
they crossed our tracks and location. The decision of 


2y2 | Court left them in an unfortunate position: they could see the 


pees land, but knew not how to reach it. In this di- 
emma they secured the passage of a special act by the 
Legislature of Massachusetts, which should overcome the 
objection of the Supreme Court, and give Them the right to 
cross our tracks at grade and take any part of our location 
that they might require for the pte A of their road to 
North Lawrence. our directors made no objection to an 
overhead-crossing by their road, but did object to a 

crossing, with the full belief that it would be the most dan- 
gerous grade-crossing in the commonwealth, and that it was 
only a question of time when a fatal collision would occur at 











| and 32,815 new ties. 


| fast iron steamboat to run between Quantico an 


that point. Our objection was overruled, and a crossing of 
our tracks at that point at grade now exists under the com- 
pulsion of said act. 


Richmond, Fredericksburg & Potomac. 


This company owns a line from Richmond, Va., to 
81.75 miles, and it leases the Connection road in 
1.25 miles, making 83 miles worked. 

The equipment consists of 13 engines; 14 passenger and 10 
baggage, mail and express cars; 41 box and 3: 33 flat cars; 25 
four-wheel wood cars, 12 four- wheel material cars and 7 
caboose and road- carpenters’ cars. 

The forty-seventh annual report covers the year ending 
Sept. 30, 1879. 

he general account, condensed, is as follows: 


SE CN A I ss cone ndecdvs onnpasingenneenn $1,530,924.53 
8: 


uantico, 
chmond, 


Bonds ($10,370 per mile)... ... ....... ceeeceeeeeees 7,763, 3 
EEE SRST EU ESC Gans colon suc ccaraacrreca u¥e cone 76.75 1.52 
Profit and loss, balance . 506,600.07 57 





Tb ss 0th Desel ocieas 0500 ering nbd ddde died ee deel $3 051,036.45 45 
Cost of pro erty ($34,702 per r mile). . $2, 836, 874.65 
Debts due the company. . 202 % 483.35 
SD ain cen phlco Ube Meee thba as ree habs 10, 678.45 





— — $3,051,036.45 
Of the stock $1,030,100 is common stock, $500,400 
naranteed stock, and $424.53 dividend certificates. Of the 
mded debt $508, 216.40 is in coupon bonds, $177,516.96 in 

convertible bonds, and $162,030.47 in certificates of debt 

due at various times. 
The traffic for the year was as follows : 





Train mileage: 1878-79. 1877-78. Inc. or Dec. P.c 
POGBONBO oes ccs vo cscces 137.598 145,019 D. 7,421 5.1 
| EET 30,700 D., 361 12 
SING no hain sn hes cediats « 16,464 14,626 I. 1,838 12.6 

cS eee 184,401 190,345 D. 5,944 3.1 

Mileage of 
Locomotives. . sees. QU5,A411 218,123 D. 2,712 1.2 
Passenger- train cars... .., 730,447 752,202 .D. 21,755 2.9 
Freight cars..:........++ 538,744 442,071 I. 96,673 21.9 
Material cars........ ..... 216,340 212,007 I. 4,333 2.0 
Passengers carried....... 119,575 128,000 D. 8,425 6.6 
Passenger mileage. . 5,955,321 5,846,319 I. 109,002 1.9 
Tons freight carried. . 68,005 48.324 I. 19,681 40.7 
Tonnage mileage ..... 3, 381, 875 2,023,674 I. 1,358,201 67.1 


Of the tonnage ‘alleen 204,609 miles were of express 
freight. The average rate per ton per mile was 8.63 cents 
for express and 2.148 cents for ordinary freight. The re- 
ceipt per oo ie per mile was 8.68 cents for through, 
2.99 cents for local, 1.08 cents for commutation, 1.20 cents 
for through excursion, and 3.51 cents for way excursion, an 
average of 3.53 cents for all. 

The average train load was 49 passengers or 99.66 tons of 
freight. The ited yoamy 9 train was 5.31 cars; freight 
train, 16.88 cars; w train, 26.94 cars. The cost per rev- 
enue train mile was 95.57 cents. 

The earnings for the year were as follows: 














1878-79. 1877-78. Inc. or Dee. P.c. 

Passengers ..- $198,571.31 $200,352.16 D. $1,780.85 0.9 
Freight....... . 85,941,34 78,885.95 I. 7,555.39 9.6 
DE OE occ essbenkene 32,519.47 35,534.40 D. 3,014.93 8.5 
Total... . .$317,032.12 $314,272.51 I. $2,759.61 0.9 
Expenses....... . «.. 161,975.78 160,174.07 I. 1,801.71 1.1 
Net earnings. ...$155,056.34 $154,098. I, 957.90 0.6 

f | pe earn, per mile... 3,819.66 3,786.42 I. 33.24 0.9 
1,868.17 1,856.61 I. 11.56 0.6 

| Per cent. of exps.. 61.10 50.97 I. 0.13 0.3 


The small increase in earnings was nearly balanced by that 
in expenses. Passenger earnings decreased, while freight 
gained considerably. Through traffic furnishes nearly 83 
per cent. of the passenger earnings. 

The income account, condensed, is as follows: 


Net earnings........ ...... Je gai Gilles o'sinelmibdl dl nies $155,056.34 
Ci Cos oh tape Ah adame ©0629 71,é 3 52.01 
ee on guaranteed stock.............. 34,841.00 

—-——_ 106,193.01 

Surplus for the year.................006. . $485 863,33 33 

Add cash on hand pm. Oy MOCO Pc viceses dee veseete 3,007.46 

Se UIs ch! aby cascict sc 0cce ceeswapeeebtebe 44,047.95 

Add debts due company paid........ .........cceeceees 1,949.72 

| Add net receipts from sale of land in Richmond.....,. _19y 768,865 85 


Total. 


Ad.Jitions to property... 





Bills receivable increased .............. ..+++ 21, 330. ba 
New depot at Elba............ 9,573.63 
Bonds and certificates paid off. -. 32/181.81 
| Bills payable paid off..................... . 17,710.90 
| Jude ment and costs paid.. bole Gea tieud $20.28 


106,953.36 





$10,¢ 678.45 45 
the year 8,27 miles of steel rails 
The commpany has 16.72 miles of track 
laid with steel, and but 20 miles remain of the old chair-joint 
| track. The road has been ke pt in good condition. One new 
engine was added to the equipment. 

nh pursuance of the action of the stockholders, a contract 

has been made with the Potomac Steamboat Com ny for a 
Washing- 
| ton, with full accommodation for passengers, and able to 
carry sleeping and baggage cars, or a full train. 

The contract with the York River Line regulating 
| senger and freight rates will expire Feb. 1 next, notice o 
| termination having been given. 

The company is negotiating with connecting lines for the 
pee apa: of an all. rail through freight line north and 
south 


Cash on hand, Sept. 30, 1879............. 
There were laid during 


its 











